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Long Distance Transmission at Portland, Ore. 





General Electric Co, } 
NEW YORK, Nov. 16, 1895. | 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

In the description of the long distance power trans- 
mission plant at Portland, Ore., an error has occurred 
which I desire to correct, and shall feel greatly obliged 
to you if you will make the correction in your next 
issue. I said in the article: ‘“‘The four-wire system is 
worked at 1,000 volts between wires, and by means of 
feeder regulators a variation of four per cent. in either 
direction is covered.” 

This should read : ‘‘ The four-wire system is worked at 
133 volts between any two wires, and by means of feeder 
regulators a variation of 74¢ in either direction is 
covered.” Yours truly, 

F. McGHIE. 








Solid Floor Bridges. 





NEw YorRK, Nov. 17, 1895. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
After reading the article on ‘“‘Solid Floors for Railroad 


Bridges,”’ referred to in your issue of Nov. Ist, one more 


5! word on the subject seems excusable. 


It is hardly consistent, to pace the radius of the circle, 
and then calculate its circumference to six decimal 
places; or to make a purely empirical assumption, «and 
then, by refined mathematics, attempt to show concise 


“ results; but when the author assumes that the rail dis- 


tributes 11 ft., and then calculates the proportional dis- 
tribution of the load to three decimal places, he seems 
to have fallen into this error. Just why he should 
choose 11 ft. for distribution, instead of “three ties,” as 





_|is the general practice in open floors, or instead of 30 ft. 
| (full length of rail), he does not state. 
| tribution, with a compound curve of flexure (instead of 


Thirty feet dis- 


Richmond Locomotive & Machine Works, | the simple curve which he uses) would more nearly con- 


RICHMOND, Va., Nov. 16, 1895. 
To THE EDITOR OF THE RAILROAD GAZETTE: 


| form to the uniformly distributed load desired. 
It is not intended to argue against a solid floor where 


We have read with interest the leader in your current | | no other can be used. Its adoption there is its own apol- 


number and have felt with you that anything short of | 


such a test of the compound as you propose is of no| 


practical effect—that is, ‘‘a long continued road test in | 


ogy. But what are the arguments for its general use ? 
(1.) The track on the bridge may be tamped as on the 
roadbed, and one does not know when the bridge is 


which the average performance may be taken as an | crossed. 


accurate representation of service efficiency.” 


In this | 
connection the enclosed statement of two years’ run of | can possibly be made on ballast. 
our compound No. 140 against 10 engines, all built by | cross a bridge by the more perfect motion. 


With the open floor the surface is more perfect than 
Wedo know when we 
Is there any 


us at the same time, is the most satisfactory statement | objection to this? 


of the compound we have ever seen. 
The facts are these: Three yearsago we built 25 en- 
gines for the Chesapeake & Oh‘o Railway and asked 


the privilege of putting our compound device on one of | 








(2.) In open floors, shortening the space between drivers 


|12in. has been known to increase the strains in floor 


beams 20 per cent. 
Thesame change of spacing (from 5 ft. 6 in. to 4 ft. 6 


PERFOKMANCE OF TEN SIMPLE RICHMOND ENGINKS AND RICHMOND COMPOUND NO. 140, IN SERVICE ON CHESAPEAKE & OHIO 


RAILWAY, 2 YEARS, TO DEC, 1894. 









































| . ‘ | { | ‘ 
: H : Loaded Sas Repairs Average Pounds | Pounds 
Engine Engine frdichtoae Gost of er 100 Tons of | Miles per Henig aaal 
‘ : per | coal per 
namver. mileage. mileage. TEpGis.: - | miles run. coal used. |tonofcoal. ‘train, |Eng. mile | car mtile. 
106 69.491 1,758,485 $1,654.05 $2.80 2,572 16.65 37.4 120 4.06 
17 | 51,979 1'668.43% 1,965.59 3.78 3,747 13.87 38. 144 4.49 
108 70,226 2,366,628 1,603.96 2.23 4,939 | 14.22 36.2 141 4.17 
110 56, 2,215,0'8 1,937 88 2.92 4,465 | 14.85 38.0 135 4.03 
112 86.889 2,853 059 2,993.85 3.44 4 327 | 36.31 40.7 123 3.73 
115 65,636 2,297,674 2 187.36 3.26 4,534 14.70 40.0 136 3.95 . 
118 65,576 " 2,240.1 1 2,024.26 3.08 4,742 | 13 83 35.9 145 4.23 
124 86,610 3,007 881 2,535.22 2 93 6,403 | 16.03 26.2 125 3.59 
125 86.251 2,995 889 3,313.56 3.84 4,864 | 17.93 38.6 112 3.25 
138 60,610 2,099.615 1,716.63 2 83 4,327 | 14.00 38 3 145 4.13 
~ Total sacsistaes 700 664 23,502,808 $21,912 35 $3.13 45,930 | 15.25 37.5 131 3 91 
Average of 10 | 
; sim «aa [ere 70,056 2,350,781 $2,194.24 $3.13 4,593 15.25 | 37.5 131 3.91 
CompvundNo. | | P 
140 .... .....] 85,286 2,891,793 2 141.70 2.88 4,262 | 20.00 | 38.7 100 | 2.95 
In favor of | | | : 
GAMAD ONE cal on caccascvecsaleccs tay: sraecchooodenacomedeees hee Vasenaccouvus 31.13% | 3.5% 23 7% | 24.5% 














them, making no changes whatever in boiler pressure 
or aught else but the front end. The engine was deliv- 
ered in September, 1892, and save a change that was 
made at once of the valve from cast iron to bronze, 
no alteration has been made. We noted the perform- 
ance with a great deal of interest, of course, with the 
result that later on we asked the privilege of com- 
pounding one of a number of C., C., C. & St. L. engines 
we were building, delivering it two years ago, since 
which time it has run continuously saving something 
like 400 tons of coal per annum over the other engines, 
as their reports show. 

Sometime in 1894 Mr. Small, of the Southern Pacific, 
wrote to Mr. Morris, of the Chesapeake & Ohio, and 
asked him for a statement of his experience with the 
compound, whereupon Mr. Morris turned to his records 
and taking hap-hazard 10 of our build of engines sent 
him a report for the year 1893, comparing it with our 
compound, later on sending us acopy, this being the 
first information that we had of the matter. Subse- 
quently, in the spring of this year, the C. & O. managers 
sent us a statement of the working of the engine for 
the year 1894, in comparison with the same engines asin 
1893. These two statements we have consolidated as 
handed you herein. We understand the records are be- 
ing kept for the current year, so it will be only a short 
time now when we can compare three years’ work. 

You will notice that our engine ran 85,000 miles against 
an aggregate of 700,000 of the simple engines, hauling 
full trains without extra cost for repairs. 

W. R. TRIGG, 


President Richmond Locomotive & Machine Works 


in.) would always increase the strain in the trough of 
solid floors about 20 per cent., and this increase would 
not be confined to floor beams, but would extend to the 
entire floor. 

(3.) A bridge should not be designed merely to carry a 
train on the rails. 

On open floors, with ties 10 ft. long and trusses 14 ft. 
apart in the clear,a derailed train may increase the 
strain in the stringer 100 per cent. in addition to impact. 
On the solid floor a train derailed on a trough calculated 
to carry only .192 W.will increase the strain more than 500 
per cent. in addition to impact of dropping from therail. 
What becomes of our factor of safety and what becomes 
of the train? The bridge seems to be a veritable death- 
trap. 

It would seem humerous, if it were not so serious. In 
this vicinity we may carry our canes near the ferrule, 
turn up our trousers in dry weather, drive the tailless 
horse and teach him to fan the air with his fore feet; we 
may even advocate the right line column formula and 
the adoption of solid floor bridges, but we had hoped 
that our Western friends had escaped this contagion. 

HENRY B. SEAMAN. 








Machinery at the Atlanta Exposition. 





The first inspection of the Machinery Building at the 


j Atlanta Exposition is disappointing to one who expects | s 


to see much machinery of Southern manufacture. There 
is nothing of importance not sent from Northern states. 
A few machines made in the South may be found in 





the buildings, especially the Georgia or Manufacturers’ 


Building, but they are rather crude in details and finish. 
The development of the New South in this direction is 
just beginning. The exhibits of natural products are 
numerous and varied, and show boundless resources 
awaiting the arrival of capital and labor for the enor 
mous growth which must come in the near future. One 
cannot speak too highly of the enterprise of Atlanta and 
the faithfulness of the Exposition officers in getting to- 
gether so much that is interesting, although the shrink- 
age below the standard set by the World’s Fair, as noted 
in our issue of October 25, is very evident when the 
machinery is examined in detail. Northerners have not 
taken full advantage of the opportunity to show their 
manufactures to a region certain to develop rapidly. 

The machinery is, as a rule, good of its kind and there 
are several notable exhibits. The steam for the entire 
system is supplied by a battery of Stirling boilers place1 
in a shed back of the Machinery Building. They form a 
very creditable exhibit in themselves. Some of the 
boilers are fitted with the Meissner stoker, others have 
plain grates; all have safety water columns supplied by 
the Reliance Gage Company, of Cleveland, O. Two feed 
water heaters, one, the Cochrane, by the Harrison Safety 
Boiler Company, and the other by C. E. Ferreira, of Chi- 
cago, are used with the system. 

The machinery building is a handsome structure in a 
modified classical style. Its length is 486 ft., its width 
100 ft. and the roof is about 30 ft. above the floors, well 
supported by trusses. The floor areais 47,800 sq. ft., 
every part of which is well lighted. Almost all the 
space is taken, although several of the exhibits were 
very late in getting into place. 

The greatest amount of space is taken by the Worth- 
ington Pump Company, whose exhibit of pumps is most 
varied and noteworthy. Here may be found their large 
high-duty pump, as well asall other sizes down to one 
of the smallest capacity. All sizes of water meters are 
shown. The pumps are fitted with either the Fisher or 
the Mason governor, as they are used on the electric 
fountain in the center of the lake. 

Near the Worthington’s is placed a large exhibit of 

pumps and tobacco presses by the J. H. McGowan Com- 
pany, of Cincinnati. The types, including deep well and 
high pressure pumps, are well shown, and some new fea- 
tures are brought out. The finish and completeness of 
all parts are well worth noticing. 
The Knowles Steam Pump Works, of New York, have 
made a special point of the Bacon Patent Air Lift pump, 
which is in operation all the time. Several other small 
pumps are shown. 

The above three -ompanies are the only exhibitors of 
pumps, unless the Cameron and Deane pumps used for 
feeding the boilers are included in the list. 

As might have been expected, considerable attention 

is paid to cotton machinery. There are four cotton gins, 
one by A. H. Davis, of Atlanta, and six exhibits of cot- 
ton mill machinery, of which the most noticeable are by 
the Woonsocket Machine & Press Company, of Woon- 
socket, R. I.; Geo. Draper & Sons, of Hopedale, Mass., 
and the Mason Machine Works, of Taunton, Mass. 
Among the smaller exhibits are a number of knitting 
machines, and looms and one cotton delinting machine, 
by the Cross Manufacturing Company, of Washington, 
D. C. 
Even a casual visitor will notice at once the splendid 
display by the Singer Sewing Machine Company. Here 
are sewing machines of all descriptions and for all kinds 
of service. 

The steam engines, are as arule, of standard types, well 
built and handsomely finished. The straight line engine 
from Syracuse, N. Y., is made doubly interesting by a 
display of all the parts, showing the details of construc- 
tion and fitting. The engine itself presents a clean, 
mechanical appearance very creditable to the maker. 

The following builders of steam engines are represented 
by one engine of each type; Harrisburg Foundry & 
Machine Works, Lane & Bodley, Buckeye Engine Com- 
pany, Frick Company, The Ball Engine Company, 
American Engine Company, Westinghouse Machine 
Company, Weston Engine Company and Houston, Stan- 
wood and Gamble. 

The only gas engine in the building is a vertical, four_ 
cylinder engine, exhibited by the J. I, Case Thrashing 
Machine Company, of Racine, Wis. The novelty of 
starting the engine by means of a cartridge loaded with 
gunpowder is very well shown, and the refreshing part 
of the start is that there are no miss-fires. The same 
company have twosmaller engines in the Transportation 
Building. 

Among the attractive displays are the twist drills by 
the Cleveland Twist Drill Company and the Morse Twist 
Drill & Machine Company, and the saws by Henry Doss- 
ton & Sons, the Simonds Manufacturing Company and 
the \v. B. Barry Saw & Supply Company. Several ex- 
hibits of wood and metal-working tools add to the 
interest of the building, the Niles Tool Works Com- 
pany and the Pratt & Whitney Machine Company rank- 
ing well above the others. 

A few ingenious machines such as the Clough Cork- 
screw Machine, and the American Card Clothing Ma- 
chine, attract crowds of spectators. Some printing 
presses and many small exhibits of methods of manu- 
facture complete tho list in the building, but no one 
shouid leave without seeing the beautiful model of cot- 
tonseed oil machinery and mill by the Buckeye Iron & 
Brass Works of Dayton, Ohio. The Eccnomic Refriger- 
ator Company, of Chicago, has, in connection with a num- 
ber of refrigerators and a cooling room, a very good am< 
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monia ice machine. It is automatic and compact, 
requiring very little attention. 

The exhibits of machinery are not confined to one 
building. The O. S. Kelly Company, of Springfield, O., 
have several steam road rollers placed under a shed near 
the upper end of the Lake. One of them has, iu addition 
to the ordinary equipment, a small engine placed on the 
side for moving the front roller, and thus steering the 
machine with great ease. 

The Georgia Manufacturers’ Building contains eight 
exhibits classified under machinery. The first in point 
of position, being near the main entrance, is an auto- 
matic pump by Spencer S. Marsh, of Atlanta, Ga. It 
consists of two large buckets placed on the ends of a 
beam which is connected at its lower center with a small 
pump. By alternately filling the buckets, the pump 
may be driven to supply water at any elevation from a 
very low head. The machinery for two saw-mills is set 
up and operated for the entertainment of the public by 
the De Looch Mill Manufacturing Company, of Atlanta, 
and the Lombard Iron Works & Supply Company, of 
Augusta. The Columbus Iron Works Company has the 
most extensive display, consisting of corn mills, water 
wheels and ice machines. 

In the fire building, located near the main entrance, 
are to be found several fire engines and apparatus for 
use in connection with fires. The American Fire Engine 
Co., of Seneca Falls, N. Y., and La France Fire Engine 
Co., of Elmira, N. Y., have exhibits; and the American 
Ball Nozzle Co. have a small separate building of their 
own. 

The Manufactures and Liberal Arts Building contains 
several small exhibits of machinery, the most extensive 
of which is aset of water meters by the Thomson Meter 
Co., of Brooklyn, N. Y. 

The Negro Building contains a great many manufact- 
ured articles, but little in the line of machinery. A 
small locomotive made by a negro is interesting, its 
chief recommendation being that it will go. 

The Ice Palace in the Midway forms a great attraction 
for visitors, in that it is built of real ice, frozen by a 
refrigerating plant exhibited by the Stilwell-Bierce & 
Smith-Vaile Co., of Dayton, O. 








intercepting and Reducing Valves of the Rogers Com- 
pound Locomotive. 





In the Railroad Gazette of Oct. 11 we gave a descrip- 
tion and an engraving of one of the compound passenger 
engines built by the Rogers Company for Chile. We 
now give a detailed description of the reducing valve 
and the intercepting valve, these details having been 
changed since our description of the Rogers compound 
published March 17, 1893. 

The description of the reducing valve is as follows: 
The steam in the dry pipe B (see smalJl cut) has free 
access to the reducing valve chamber, A, through the 
pipe Z. The piston, F F, is 244 in. diameter, and the 
valve, E, 314 in., thus making the area of F twice that of 
F. Thestem G connecting the two is 17, in. and hollow 
to lighten it. The maximum “drop” of the valve to the 
stop D is %in. The chamber above F is open to the 
atmosphere through a %-in. leakage hole at E. The 
stem Gextends out through the case at H and has a 
slotted hole near its end into which a short arm, J, of the 
lever J (see small cut) is fitted, so that when the lever J 
is in its usual position (after starting) the valve EZ is held 
up on its seat, or “‘locked ;” and when the arm J is free, 
as at starting, the stem G and valve £ will then drop 
downward (1{ in.), provided the steam pressure below E 
(at K) is less than half that in Z(above £). This valve, 
when free, acts automatically, closing whenever the 
back pressure below it (in K) becomes half that above it, 
for the reason that it is then half balanced by back 
pressure, and as F pulls upward with a force 
equal to half the downward force on E the valve F is 
then ‘‘balanced” and closes on its seat. But as soon as 
the back pressure on its lower side (in K) falls below the 
balancing point itopens again as mentioned, or auto- 
matically. Thearm J,inthesmall cut, isconnected with 
asmall quadrant, which is operated by the reverse lever, 
so that when the latter is at and near its extreme travel 
in either direction, the rod from this quadrant is relieved 
from tension and the lever J is free. The valve £ is also 
free, to act automatically, and therefore, in starting, 
admits live steam from the dry pipe B to the low-pres- 
sure steam chest, before steam is received there from the 
high-pressure exhaust. 

The metallic packing around the stem at f is merely 
to prevent any steam that might get through the piston 
from passing out alongside the upper end of G to the 
air, and causing it all to go out through e into the smoke- 
box. From the small “drop” (3 in.) opening or closing 
the valve makes no noise or shock in operating. 

The steam passes down through K and the 2-in. pipe 
to the closing cylinder, Z, at the intercepting valve, M 
(see small cut); 7,7 isthe body of the cylinder, Z, with 
an annular space, P P, around it, into which steam 
from the reducing valve flows when that valve is open in 
starting. In the cylinder, Z, there is a loose fitting bol- 
low piston, N, N, N, one end being connected to the 
valve at M, that valve being open when the piston is in 
the position shown. The other end of N, at S, is 1 in. 
in diameter and projects into a chamber, O, back of P, P, 
but connected with it by a \ in. diameter hole at R. 

The operation of closing M (see small cut) and admit- 
ting live steam to the low-pressure cylinder at starting is 
as follows: The reverse lever being at or near one or the 
other extreme,of its movement, the lever_J, in the small 





cut, and reducing valve E are ‘‘free.”” In opening the 
throttle, steam passes through Z, and by the valve E 
on down the pipe into the annular chamber P P. Some 
of it going through the }-in. hole Rinto O, and the 
pressure on the 14/-in. diameter end of the stem S then 
moves the piston N forward and M (see small cut) 
toward its seat across the receiver pipe. 

From the annular space, P, P at 7 is a row of 8 5£-in- 
holes, n,n, and in the back end of the hollow piston, 
N, at U, is a corresponding row of holes, 0,0. When 
N, N, N has moved out toward m until its reduced part 
gh, arrives at the holes m m (when the intercepting 
valve is half closed) steam then begins to flow through 
this reduced part, gh, from the holes n, n, giving it 
relief, and through the holes 0, 0, 0, and out into the 
passage to the low-pressure cylinder steam chest through 
the holesc, c, at V, which, when g has arrived at the holes 
n,n, are outside the cylinder at W. As N moves on 
until the holes 0, 0, 0, correspond with, » 7, when the in- 
tercepting valve is closed, the steam from the reducing 
valve then has full vpenings to pass to the low-pressure 





cylinder steam chest. Any leakage from the chamber 
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P P does not affect the movement of N, as it is under 
balance and the force to move it to close M all comes 
from the pressure on the end of S,so that M closes 
without any injurious “shock.” N, on its outside, 
at S,for 2/in.. is reduced to 1¢ in. smaller than at 
the ends to give “leakage” space, to ‘‘ease”’ the closing of 
M and to allow more or less steam to pass through with- 
out closing M, in case ofa slight release at intervals of E. 
Whenever £ closes M falls open again of its own weight. 
The hinge of &M rests in boxes at X (see small cut), which 
have a slight movement space in the direction of Y, so 
that M always gets a perfect bearing on its seat. 


ue" 
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reducing value. The object of this is to allow the pres- 
sure to equalize itself between that below the reducing 
valve and that at W (in receiver), without disturbing 
and causing more or less useless movement of the piston 
N N, that would otherwise be caused by the changes in 
pressure that are constantly occuring in the working of 
the engine. With this opening through the piston and 
its attachments they remain motionless in service as long 
as the reducing valve remains “locked.” The arrang- 
ment, as shown, makes the closing of the intercepting 
valve free from any injurious shocks, and noiseless. It 
is to be noted that there are no packing rings used, the 
“ fits” are all loose except the one at the 2};-in. diameter 
piston F, which has the usual steam-tight packing rings. 
The valve E is like a common safety valve, opening 
downward from its seat. The joints in the cylinder Z 
are all loose, as leakage there within reasonable limits 
is no objection. 

When J is closed on its seat and the exhaust from the 
high-pressure cylinder brings a pressure of less than 4 Ib. 
per square inch on it, N will be pushed back and M will 
open, as the pressure on the end of Sis all that is neces- 























Reducing Valve. 





Intercepting Valve. 


Intercepting and Reducing Valves, Rogers Compound Locomotives. 


The “locking” arrangement of E by the lever Jin 
small cut, and the quadrant referred to is to prevent all 
unnecessary opening of Z; for instance, when running 
if the throttle is closed, or partially closed, and then 
opened again, if free, ZH would open and let more or less 
live steam pass through until the back pressure in K 
from the receiver caused it to close again, thus causing 
a frequent and unnecessary action of E. The “locking” 
arrangement, however, effectually prevents that. 

The reduced port of the hollow piston NN (from g to 
h) permits the low-pressure cylinder to be “ fed’? with 
high-pressure steam from the reducing valve at very 
slow speeds; in starting a heavy train, for instance, 
when the intercepting valve is about half way open, or 
less, so that at such timeif the low-pressure cylinder 
steam chest does not get a pressure from the high-press- 
ure cylinder exhaust equal to one-half the pressure going 
to the high-pressure cylinder from the dry pipe, the differ- 
ence (deficiency) will pass the reducing valve, the holes 
nn and the reduced part g to A, through the holes oo, 
and out to W through the holes cc. This takes place 
when the intercepting valve is anywhere between being 


closed and half way open, so that the receiver pressure | Fu 


may be aided by that ‘‘ route” up to half the pressure in 
the high-pressure steam chest if the reducing valve is 
“unlocked,” but no more than that. Therefore, the low- 
pressure cylinder can never get over pressure, but can 
get half that in the high pressure cylinder. 

The }<-in. hole in the hollow piston at R and another 
at ¢ together form a free passage from the space at W in 
the receiver pipe passage to P P, and underside of the 





sary to overcome in doing it, a3 the piston N, receiving 
the pressure from all points around it, is always in bal 
ance. 








Rogers Locomotives at Atlanta. 


We illustrated last week one of the three passenger 
locomotives which are exhibited by the Rogers Locomo- 
tive Co., at the Atlanta Exposition. The remaining two 
we illustrate in the accompanying engravings. These 
two engines, which are both 10-wheel passenger engines, 
were made for the Louisville & Nashville Railroad and 
the Plant System respectively. They are both intended 
for bituminous coal and have three pairs of drivers 
each. The boiler of the L. & N. locomotive is of the Bel- 
paire type, while that of the engine for the Plant System 
has an extended wagon top boiler. The working steam 
pressure in the case of the former engine is 170 lbs., and 
in the case of the latter 200 lbs. Both tenders are 
equipped with diamond trucks. The general dimensions 
of the engines are given below: 

LOUISVILLE & NASHVILLE LOCOMOTIVE. 





Description. 
ID vic cccncuwsicdicccntscudethcosnawessncnsalessensaeeee ft. 9 in. 
SES cil lecemeenewaiss: sucker 0a! 
Weight on drivers.... 09,400 Ibs. 
° we a ere codesicewasses 600 ‘* 
ue Dea angen ae 47,000 ‘‘ 
W heel base, total, engine ............. 24 ft.3in. 
i. ae ee edt eon 
ra ** total (engine and tender) pa | 


Seca reeesereeseseses 





Heating surface, firebox . . ft. 
es a tubes.... i 
big ? ce vceccceceesccvececccccccecce 2,084.5 ‘* 
Grate area SEPA SHHTOHOSSOSASSOSTSOSSOH® eeecepevesesesuenanee on 
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Wheels and Journals. 
Drivers, Tce aah POO COPE COLOR OF Nadsiecakeacaas coueaet qdaaie 6 
IRON Seca s,s cuca ave i cdantigdeadenampelev ans 69 in 
Truck wheels, kind.. ....Paige plate, center, steel tired 
: diameter............0.- EO ER erry 
Journals, eivine axle, size ecaccagicedge “eeadmdeas 8 x 10% “ 
Selanne as doracceduates 5% x _lu “ 
Axles, driving material, ECE PEC. eee eS rae pa Hammered iron 
MOS. emcwntenisdesaccae auees 7 
"Cylinders. 

Cylinders, diameter............. ce uwerne Aeeakegecs pea aes 1944 in. 
Piston, MOE conde cca doremccoadesouesccen acsuquaaes = Ne 
TOG, CIRMMIGLOR soc. cccescecccos ansincdabnd cia ceaeuaada “ 

Kind of piston rod packing. ......0+.. x cadalededases 00 te nzetallic 
Main rod, length center to center........ adenetencesea, 9 ft. 7 in. 
0 oe 


Steam ports, a 
wi 





Bridge width ivatnanecennen 
Exhaust ae Sbhakenecsccsncucsst eouuvatres .. Single high 





Wheels, diameter.....:........ cissGudadddeidusadsaluamese mend 33 in. 
Axle, material..... mesanudteereeenane oor Aammered iron 
SOGEREIG, SIME. . 5. cccwocensavue éugdecased euddeie ah. gua 4% X 8in. 


PLANT SYSTEM LGCOMOTIVE. 


Description. 
Sous patdved seddseSeesdededuvaisccevesauseseuesenidesas: 4 ft. 8% in. 
Bitesc:inacidusnsaigadsaceedoadanaese Gagiiuies Bituminous coal. 
we eight on GUINGRNG. ccc0 cecvasundcuearages ue bbedei exces 110,000 Ibs, 
* truck wheels.............. Neweddieweddanacedd 40,000 “* 
si WARE iocuceaetachs cecuts aura sdeneatevécaadass ,000 ** 
Wheel base, totai, Mivavaccacosedrecccus aeeedoan 24 ft. 944 in. 
¥ driving. Meddetdeveedeqadddcccsvanesenaces ft.6 ** 
“ “total (engine and tender)..-.---.---.-- 00 16.2 * 
Height, pp of boiler above rails................0+. 8ft.9% “ 
of stack above rails........... ae ere Wavewcavees 15 ft. 9 “ 
Heating surface, [| > ee Mdddqededdun deaccéas 187.5 sq. ft. 
CU ane cadeu ducted daccedessdancss 2,131.5 °* 
“i POO! (GRGRsradavecddiadadhercqaensueddacen 2.3209 °° 
CPROIG CNUs vcvacucecnenseaces meseeczees eagtencen ee 











po ener 
! 









Tubes 
Tubes, WGN c cs ccccsace dded idaavadudadedadisenaualuuesaeinel 261 
OTe EEE s ac ccaewe Sadcdddewads tune eaes ‘Lap welded 143 4 
~ I inc cicuksccace coduundaccnsense 
° TOMEI CVG GROUEB. 555 osc ceccccenccecces 13 ft. oe - 
eiamian 
Firebox, Temgth......ccccecerees ceccccccce cececcecceee 10 ft. 34in. 
width 3 5% 
fs depth, front .. . « oaeatee 
“ back . 6634 “ 
= WORDED hes 2s cavedantcdas cedeus de access eganueeus Steel 
” thickness of sheets. Crown 34, back and sides |. tube 
and y; in. 


= brick arch....Supported on four 3 in. O. D. iron pipes 
Grate, kind of..C. I. rocking finger bars with “drop plate at 


front. 
Tender. 
Tank capacity... ....-..ces- adegeetinecedineedieexcddeuns 4,200 gals 
CE ONES iseccnsccscenssdguce cgicsuucads ...6 tons 
I OE encccavddcduddn sundecenen meee 9- -in. “'stee) channels 
EM ccicdecavdevessecadaade waawe +.e- ---lhiamond 














TEN-WHEEL PASSENGER LOCOMOTIVE FOR THE LOUISVILLE & NASHVILLE, EXHIBITED AT THE ATLANTA EXPOSITION. 








Made by the Rogers LocoMoTIvE Company, Paterson, N. J. 














Valves. Wheels and Journals. Wheels, Serre Snow’s boltless, solid center, steel eee 
Valves, kind of,,:.... behets Cidnar darwaedeesee Margach’s Balanced Drivers, WINES «cccecuc- Vedauaadaavaeseds Gadacuctuwasenes 6/ Giameter..........--sssseceecees cocceces coesereees 
« " greatest travel...........0ce0ee+ Pe a iin ane in i 6 in. pS a ages aR ee ob Stee RRO « T2in, | AXle, Material........-.  ceeeeeee seer eeereeees Hammered i iron 
9 ~ GRMN: sis cs ice ca vcc ccuscnclenewcadndevesedscaeans 1‘ | Truck wheels, kind. SOUNNEIG, BIKE. 20.555 - 05. ecenseas teen eerereeeereeeeeene 4% X 8 in. 
“* . lead in full gears /:.i..<..< iededdvadaueucdee aienaaxe etme iameter —— es 
Boiler Journals, faa axle, size a : . 
° uc ‘ . i i 
Boiler, WEG Olona coe vanecsdeseus~ sc ongenensseuedaene Belpaire Axles, ariving material.. eenadsdnawaeate Coffin toughened steel The New Four Cylinder Compound Locomotives of 
working steam pressure Piiseaeweradsee 170 lb truc aatesee cece secee ovceeeHammered iron the Paris, Lyons & Mediterranean. 
* poo eg a assets xt ns ‘dinate oe 
Me ickness of material in barrel a om : ‘ aw 
“diameter of barrel outside at first course........ ‘“«" | Cylinders, Diameter.......... yA EEE ROE SORE ee ae 20 in Several times in the last three years we have noted 
Seams, kind of horizontal. Quadruple riveted, Butt joints Piston, atroke Diu. Wat saa bindadavonadedsddee, avendaadueny .sss--24* | the preparation to introduce on the Paris, Lyons & Med- 
circumferential-.............. ... Double riveted WOU, Gr ge oe ic koiscese, cagceue Cneews Jeccddaniony 3%“ I; ilroz . 3 " 
Crown sheet stayed WN ieiicccdccne «=s0cnsncece¥heses Stay bolts | Kind pod yoo WOW DOGMING os os cccccccccesvecee U. - Pao iterranean Railroad of France a new type of express pass 
Dome, diameter inside............ ......e0e0 seeeses ..... 30% in) Main rod, length center to center....... sat eae . 4% in. | enger locomotives, and about a year ago we gave a small 
; a ra a + 43 P . 

















TEN-WHEEL PASSENGER LOCOMOTIVE FOR THE PLANT SYSTEM, EXHIBITED AT THE ATLANTA EXPOSITION. 


Tubes. 
Tubes, number.. gacddeesimnagas asemecdaceuxans moeeee Cesteseene: 264 
TiMMAMIEE oe wee ee sas éeeeacnes cvnmrecena 
* outside diameter ............e0 Wesauedisanee oe ven eee 
‘* length over sheets........ ...- waesade aeentcenes 13 ft. 5 °° 
Firebox. 
Firebox, length........... iiameasiveae Aicchvudseawdanes * ft. 28 in. 
” WE csencecesccseeses exsuee ie phaercuewaew caw 
= GAME TIE. cc. ciicciscenscdeece Kidadendses” naw eadte 7 
oe cael Se ere ades cede caneedans ....6344 * 
3 WOMUOUIAN: occa. scnsesscecescsicesuneeccaatees -Steel 
x thickness of sheets..... Crown, % in.; ‘sides and 
back, * in,; tube, 4 in. 
= WHIGREAGONE fis ocecSccdccnccocusss .Supported on studs 
Grate, kind of.. nC. 48 rocking finger bars with drop _— F acae 
ron 
Tender. 
Tank capacity..... eatees exsuecenasdunceuaa a maingnen lenin: 4,200 gals. 
0 iS aa eee Saauue occu vecducae eicwedeneastanaes 7 tons 
Frame, type of Woriveuees scaddenduced cement ddauae ..+e+ White oak 
pe Rg ee ee eh te erie Pere TCC . Diamond 


Wheels, kind.....Krupp’s C. I, double plate center, “steel tired 





Made by the RoakRs Locomotive Company, Paterson, N. J. 

























Shonny ponte, lene Serer whined Venesaesgsadeanddedashesdeced 20 in. 

dth.. Gulaeceguasnd dined’ 5%. Sane 

Exhaust ports, lengt DeceReeGGGsANe  eeddaedaddundadnatdas 2u ““ 

width 5 deenaundtaeas oo 35g ** 

Bridge, WiGUD.. .....sseesecceesrecececceeeereesessereeeseens 1%“ 

EESRAUAE DIPS oo 0 vc cecevccec aeeee eddies aes Single high 
Putin 

Valves, kind of.......... avesucaness Allen-Richardson 

yi greatest dyavab::.<<cds.c05: ‘a ..6in 

| ere Siudeivaaane 14 ** 

see CIORTEMNEE. . .ccccevccee deea Mddedsdudehsaccedaedde vs ‘* 

¢ Jeadl tt FGI MEARE. ics cece seecee aannekalotaeakaars “acer 
Eoiler. 

Boiler, CRG ic ccndacvccnscecdacsceessds<s Extended wagon top 

working steam pressure......--..++ee0 wuekevadss ibs. 

“ material in barrel.......... coos ccees cocccccscesess Steel 

Boiler, thickness of material in barrel............ #; and % in. 

“« diameter of barrel outside at first course......... ky 

Seams, kind of horizontal........ Quadruple riveted, butt joint 

circumferential ....Double riveted 

Crown sheet stayed with.. . Radial stays 

Dome, diameter inside......++----+s ceadendesdabuess in. 


illustration of one of these engines, not unlike the per- 
spective view shown in this issue. 

During 1894 the Paris, Lyons & Mediterranean put in 
service 40 of these locomotives with the result that it 
has been possible to increase the speed of trains without 
lightening the loads, and to reduce the time between 
Paris and Marseilles to 13 hours. The distance is 863 
kilometers and the former express time was 14!¢ hours. 
It will be observed that the new engines make fair 
speed, their average at 13 hours for the journey being 41 
miles an hour. 

This new type was designed under the supervision of 
Mr. C. Baudry, Chief Engineer of Material and Motive 
Power, and is a slight modification of some experimen- 
tal engines put in service in 1892. The locomotives have 





four cylinders lying in a horizontal plane, two high 











768 


THE RAILROAD GAZETTE. 





[Nov. 22, 1895. 








pressure cylinders outside the frames, connected to the 
rear drivers, and two low pressure cylinders inside, con- 
nected to the forward driving axle. It will be observed 
that the drivers are coupled. 

The boilers are provided with the Serve tube, and the 
fireboxes are of copper. The experimental engines, tried 





_n 1892, had steel fireboxes. The return to copper is not 
\ 
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short and as direct as possible, and the idea of reheating 
the steam in the smokebox has been abandoned. The 
valve movement for both high and low pressure cyl- 
inders is the Walschaert. 

The reversing gear is worked by steam; it controls the 
four valves at once and is arranged to give a fixed rela- 





tion between the cylinders for each notch of the quad- 





r 








Two Sellers injectors are used. The lubrication of the 
cylinders is by means of a lubricator acting by screw 
compression worked by hand. The pistonsare cast iron, 
the piston rods steel, as are the connecting and coupling 
rods. The axles are steel and the wheels wrought iron 
with steel tires. The driving wheels are provided with 
Westinghouse air-brakes. 
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The New Compound Locomotives of the Paris, Lyons & Mediterranean. 


to be considered, however, as an abandonment on the 
part of the company of experiments with steel, fora 
score of steel fireboxes are still running and under ob- 
servation. Although the experience so far has been fa- 
these new engines to stick to a practice which years have 
proved to be a good one. Except the fireboxes the 
boilers are entirely of steel, including the tubes. These 
tubes number 133, 9 ft. 10 in. long and 2.56 in. external 
diameter. 

The new engines have been made slightly heavier, not 
only in the boilers, but in the frames and various other 
parts, than were the experimental engines put in ser- 
vice in 1892; that is, the total weight in working order 
Las been increased from 105,402 lbs. to 111,320 Ibs. 
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The P., L. & M Compound Locomotives. 
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The volume of the high pressure cylinders as com- 
pared with the low pressure is 0.4, which is the same 
ratio that was given to the cylinders of the experimental 
engines. The steam connections, however, from the 
boilers to the small cylinders, and between the low pres- 


sure and high cylinders have been considerably changed. | tional view. 


| 


In place of giving these connections considerable devel- 
opment inside the smokebox they have been made as 





(Dimensions in Meters.) 


rant and quite independent of the will of the driver. 
The arrangement for admitting steam directly from the 
boiler into the receiver between the high and the low 
pressure cylinders, at the moment of starting, is asimple 


vorable to steel, it seemed only prudent in building | cock placed in the cab. A safety valve on the receiver is 
' set at six kilograms per square centimeter (85.3 lbs. per sq. 


in.). With this arrangement the starting is always easy. 

The external characteristic of these locomotives which 
first strikes the view is the arrangement to minimize air 
resistance, and they have received the popular name of 
‘“locomotives & bec,’ or beak locomotives. They are 
also called wind cutters. It will be observed that the 
front of the boiler is provided with a prow. The cab 
also has its front surface brought forward to an angle; 
the smoke stack, the dome and the sandbox are all united 
in acommen housing which runs to a point aft of the 
dome as well as forward of the stack. This idea of 
diminishing the air resistance of the locomotive by a 
prow and smooth housings is not new, but this is the 
first important application of it. No reports have been 
received which give any measure of the benefit derived; 
but the whole scheme appears to us frivolous in theory 
and unmechanical and awkward in appearance. 

Inside the smoke stack will be observed a central core, 


Following are some of the principal dimensions: 


PPRUGBUMEROB so ciikcsn soem esensicnesieceoeionindy at pe ooee 25 65q. ft. 
POCA MORTINE BUTIBCG 65. os ccnsccsecveccsccnsseueces 1593.2 ** 
Ratio of total heating surface to grate surface ............62.21 
SUT RT OUNE I IMEI o05 s50io'siclssne ceded bows poess Vousaebendseeaes 2 in. 
MEMIDIMOEMMITII ticcicndc4 cows nécnvcessis caucus sce veaswer 9 ft. 6 “* 
Inside diameter of smoke stack.......... ccsceeeceeee coe 21.3 ** 
TO PENI COND <5 5 6.0'cse.0s ics wciesinssneicaiccedéecmect 10.6 “‘ 
Diameter of driving wheels..........+.....0.eseeeceere 6 ft. 6.7 “ 
Diameter of truck wheele...........csscccscscccccccsces ey 
Diameter of cylinders. high pressure..............ssseeee+ Dk Ba 
bg ~ low Wr puiaeaste acceptance «. alee 
POO Corel nd coke coer gas rnan aka bab awseee sei ecmedenaeeeeee 24.4 ** 








The Brake Shoe Committees. 





A meeting of the M. C. B. Committe on the best ma- 
terial for brake shoes was held at Wilmerding at the 
works of the Westinghouse Air Brake Co., Nov. 12. All 
brake shoe makers who are known by their advertis<- 
ments in technical papers were invited to be present. If 
any manufacturer failed to receive an invitation the 
oversight was not intentional. The object of the meet- 
ing was to secure from the makers of brake shoes such 
suggestions and opinions as they might have to give. 
The joint committees are apparently trying to leave no 
ground for criticism when the final report is made. 





After some discussion of the tests so far made in the 
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The P., L. & M. Compound Locomotives, with “ Air-Cutting ’’ Housings. 


according to the general usage on this railroad, placed 
above the exhaust nozzle, and designed to spread the 
discharge from the exhaust. The exhaust nozzle is 
rectangular in cross-section, and is varied by means of 
movable flap valves, as shown in the longitudinal sec- 
The blower ejects steam into the smoke- 
stack by rows of small holes pierced through the central 


core. This arrangement will be apparent from Fig. 3. 


shop and in service on several railroads, the following 
resolution was offered by the brake shoe manufacturers 
present. This was done after a discussion among theia- 


| selves of all matters pertaining to the road and shop 


tests so far made : 

“It is the unanimous opinion of the representatives of 
the Brake Shoe Manufacturers who have inspected the 
apparatus and viewed the tests to-day that the methods 














Nov. 22, 1895.] 


THE RAILROAD GAZETTE. 











used and the results obtained are very gratifying. We 
believe the committees in charge of the tests are accom: | 


are prepared to co-operate with them to the fullest ex- | 
tent. 


In connection with the tests which are yet to be | 
made, we suggest that the committees specify formule | 


gineer’s instruments, blue prints, track levels, gages, 


ete., and necessary oil and supplies; and is provided with 


cela of the inspectors. [t has the Davis pinch han- 
dle window shades, and a full set of storm curtains with 
glass windows for observation when running during 





Fig. 1.—M., K. & T. Inspection Car. 


for what are known as “hard” and “‘soft’’ iron and steel 
shoes, and we suggest further that the committees take | 
such observations as will indicate the effect upon steel- 
tired wheels of the various shoes tested.” 

In a joint session of the committees after the general 
meeting it was decided to determine, if possible, some 
simple method of distinguishing between ‘‘ hard” and 
‘soft ’’ cast iron and steel shoes. 

The work of the road test committee will probably not 
be extended farther than it was carried last year. The 
work of the shop test committee was resumed about 
the first of last September, and is stillin progress. Much 
has been done since last year’s report, and we learn that 
the results are important and very satisfactory to both 
committees. Last year’s report contains important data 
bearing on the friction of metals without lubrication 
and under heavy pressures. 

The following members of the committee were present 
at the meeting: S. P. Bush, Superintendent of Motive 
Power Pennsylvania Lines west of Pittsburgh and Chair- 
man of the Shop Test Committee. R. H. Soule, Super- 
intendent of Motive Power Norfolk & Western Rail- 
road, Chairman of the Road Test Committee ; John W. 
Cloud, Secretary Master Car Builders’ Association, and 
D. L. Barnes, of the Railroad Gazette. The following 
brake shoe manufacturers were represented: American 
Steel Castings Co., The Sargeant Co., The Ramapo Iron 
Works, Corning Brake Shoe Co., Schoen Manufacturing 
Co., Composite Brake Co., Lappin Brake Shoe Co. Alsc 
were present Mr. H. H. Westinghouse, General Man- 
ager of the Westinghouse Air Brake Co., and Mr. F. W. 
Sargeant, formerly Engineer of Tests of the Burlington 
road. Mr. Sargeant, it will be remembered, made the 
brake shoe tests with the dynamometer car and testing 
machine.at Aurora which were reported some years ago 
to the Master Car Builders’ Convention. 

This large representation of interested parties indi- 
cates to some extent the value of the work being done 
and the importance of the subject. More than 1,000 tests 
have been made on the test machine at Wilmerding and 
the results, it is said, corroborate what has been found in 
action in actual service. 








An Inspection Car for the M., K. & T. 





Through the.courtesy of Mr. Wm. O’Herin, Superin- 
tendent of Motive Power of the Missouri, Kansas & 
Texas, we give a photograph and drawings of an in- 
spection car in use on that road. This car was built at 
the railroad shops at Parsons, Kansas. It can be oper- 
ated from either end,:having a duplicate throttle lever, 
reverse lever, brake valve, etc. There is room in the 
front seats for six persons, and there are seats in the 
rear for a conductor and an engineer. When making 
inspection trips, the car is handled by the General Man- 
ager from the front seat. A speed of 35 miles an hour 
is readily obtained under full load. 

The car is equipped with lockers for the storage of en- 





rain storms. The water-tank, which is placed immedi- 
ately behind the front seats, 1s covered with strips of 
black walnut and ash, and has a gage glass extending 
from the top to the bottom. It is filled from the top as 
shown by Figs. land 2. The boiler is vertical and has 
61 14g-in. tubes. There are steam brakes and a Boyer 
speed recorder, 


Fig. 2.—Elevation 


The accompanying table gives the principal di- 


mensions. 

CRN ON TOMIN « ccccccceceseseciee 
Weight of car in running orde 
Diameter of wheels 
Kind of wheels, wrought iron eee: steel tired 
W heel base 
Diameter of cylinder.. 
Stroke of cylinder 
Outside diameter of boiler 
Size of grate... .. 
Number of tubes. 
Length of tubes . 
Diameter of tubes.. 
Square feet of grate 
>quare feet of firebox heating surface. 



















er eeee eee cere rere rere 


Square feet of tube surface.........cccccccccccccccccccscecces: 60 
INO oe cca caidacecdqcdy os dus'cnsdces caceess 72.6 
SiMe OF MIORME POEEE <. <5 occ cicecescoccgecccccesccscce %in. X 3in 
Size of exhaust ports. ednwaw saaen lin. x3“ 
“EMEOW OF GOOOTIEIIC.... cccccccccccccccnsesccccccccesccscccees % o 
UIC WOOO 5.25 odes digs co ce cdaceddbesnncuccaicerdcaeesds 1% ** 
Steam lap...... Miaddscudehnedende dawned dadkenéwaeccbecunedeadd 4%“ 





Exhaust lap... .......00- 






Coal capacity .. . 1.000 ibs, 
w — pee pele eae 180 gals. 
ee ceed Me in. diameter 


Fig. i is a detail of one of the cylinders, which are 5 
in. x 8in., and Fig. 4 shows the arrangement of the valve 
gear. The cylinders are unlike ordinary locomotive 
cylinders which havea saddle for the front end of the 
boiler to rest upon. As is seen in Fig. 3, the usual cored 
passage to admit steam to the steam chest is omitted, 
and the steam is piped directly into the chest. The ex- 
haust is on the top, through a 1% in. pipe and the steam 
chest is on the side. This is shown better in Fig. 4 
where the location of the cylinder with respect to the 
frame is given. The valve gear is between the cylinders 
and nearest wheel, the link hanger being fastened to the 
shorter arm of a bell crank, whose arms are 8 in, and 
1444 in. long. The reach rod connects with the longer 
arm. The axle is cranked, with a 334 in. x 214 in. bearing 
for main rod. 

In Fig 5 is shown an external view and section of one 
of the main wheels, which are of a somewhat novel design. 
They have a steel tire, 4; in. thick, steel plates and a cast 
iron hub. The plates are bolted to the hub with eight 
34 in. bolts, and also to the tire by an equal number of 
similar bolts. Between the plates is a wooden filler, 
14; in. thick, a portion of which is cut away, as shown 
in Fig. 5, and 281bs. of lead is poured in hole C asa 
counterbalance. The standard M. C. B. flange and tread 
is not used, but instead the flange is1in. high, 1 in. 
thick and has a * in. throat radius. 


x 








Painted or Planished Iron Jackets for Locomotives. 


At the October meeting of the New York Railroad 
Club a subject was introduced and discussed which is of 
considerable practical importance, although one of the 
minor matters. Mr. E. K. Russell Tratman presented a 
paper on the Use of Painted or Planished Iron Jackets 
for Locomotives, which was the result of one of those 
painstaking investigations into practice here and abroad 
which Mr. Tratmanis fond of making. He concludes 
from his inquiries that if painted jackets are adopted 
with a view to economy they may be made far more eco- 
nomical than planished jackets, but the mere sabstitu 
tion of painted jackets will not necessarily insure econ 
omy, as the painting may be too fine for actual needs. 

The planished iron jacket is necessarily expensive in 
first cost, requires care, the metal soon gets battered, 
drippings from the roof eat away the enamel and the 
surface gets shabby. A much cheaper quality of iron 
may be used for a painted jacket, the painting may be 
done cheaply and yet be fairly durable, look fairly well 
and cost little for maintenance. One starts with cheaper 
but equally good material as a foundation and can then 
make the jacket as expensive as the needs of the indi- 
vidual road demand. A painted jacket will last as long 
as the boiler, the expense for maintenance being limitee 
to occasional painting. 
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of Inspection Car. 


The inquiry embraced quite a number of railroads 
which we will take up individually. On the Chicago, 
Burlington & Quincy the necessity for severe economy 
has introduced the principle that appearance is not of 
great importance and an engine is never shopped merely 
to paint it for the sake of good looks. The painting has 
been brought down to a basis of strict economy ; engines 
are painted like bridges, simply to preserve them. Three 
or four years ago planished iron jackets were abandoned 
and pickled, cold-rolled steel adopted, painted with one 
coat of Roger’s black. Planished jackets live about five 
or six years and then begin to show bright spots and 
formerly were renewed when in this condition. Now 
the old planished, iron jackets are painted black and 
will probably give five years more service. Painting 
makes a saving in material and labor, and it is not 
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necessary now to tallow the jackets in wet weather. 
The relative cost of the two kinds of jacket for an 
8-wheel engine is given by Mr. Rhodes as follows: 

No. 24 Woods’ Planished-Iron Jacke. 


DO TNR OLIN DEAR as. so oxsich en onisaesecness vosedocswide $31.11 
Tinner’s lapor for putting on jacket............ ..ceeeeees 6.00 
Total for planished-iron jacket..............seceseeceees $37.11 
No. 24 Cold-Rolled Steel Jacket. 
OO TE NE EM is vcs Seens hoa obaw yd wikewotsks > cAa0e $10.61 
Tinner’s labor for putting on jacket............ ..-.sseeee 6.00 
2% pints Rogers’ engine black, at $2.65 per gallon ....... 83 
Labor, 2% hours, at 20 cents per hour..............ssssee0 50 
Total for painted steel jacket........... sebapsSeenenveue $17.94 


The Pennsylvania Railroad began experiments with 
painted jackets at Altoona about two years ago. The 
painting was pretty thoroughly done, and durable 
results were hoped for, and it was believed that a heavy 
iron jacket well painted would be cheaper than the 
planished iron jacket, and that the average appearance 
of the engines would be better. Mr. Ely informs Mr. 
Tratman that the road has adopted as standard the use 
of painted iron jackets for both passenger and freight 
locomotives and expects to extend it gradually to all the 
equipment. The engines are painted the standard 


“Brunswick green” color used on other parts of locomo- 
No figures are given of first cost and 


tives and tenders. 

















fairly presentable two and a half tothree years after 
painting, and the Russia iron jacket would have about 
the same life as to appearance. At the end of that time 
the painted jacket can be repainted at little cost, while 
the planished jacket will be about ready for renewal. 

On the Erie a few engines have been painted, but Mr. 
Tratman secured no information as to resui¢. 

The Grand Trunk has long used painted jackets of a 
reddish brown color very like that used on the Erie. The 
jackets are Staffordshire iron No. 18 B. W.G. The cost 
of cleaning and painting is $2.50 for a freight engine and 
$4 for a passenger engine, the difference being in the 
number of coats and time taken to finish. Russia iron 
was given up because of the difficulty of getting it thick 
enough not to be battered. The painted jackets are 
practically indestructible and the expense of mainten- 
ance depends upon one’s ideas about appearance. 

The Dominion Atlantic Railway of Canada uses a 
somewhat expensive style of painted jacket. The tourist 
passenger business is important, and the company pays 
considerable attention to appearance. The standard 
color is crimson lake. The jacket has a coat of paint and 
varnish every spring. While in service it is rubbed down 
with waste and warm tallow, then rubbed over again 
with clean waste. 
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Fig. 4.—Valve Gear. 


Details of Parts—M., K. & T. Inspection Car. 


maintenance by the two methods, but it is believed that 
the painted jackets will be less expensive. 

On the Fitchburg Railroad, according to Mr. John 
Medway, Superintendent of Motive Power, painted 
jackets have been somewLat used for three or four years, 
The practice was introduced first to improve the appear- 
ance of old jackets, but it is now been adopted as 
standard for new jackets. A jacket properly painted, 
with anew coat about oncea year, should outlive the 
locomotive, while a planished-iron jacket is often ruined 
in less than a year. The painted jackets resist the action 
of drippings from the engine house roof. The standard 
color is black, and good results have been had witha 
prepared paint furnished by the Pecoria Paint Co., of 
Philadelphia. A planished-iron jacket costs (without 
labor) $36, a common iron jacket of the same size costs 
$10.50, to which adding cost of painting the sum is $11.90, 
The cost of making and applying the jacket is not in- 
cluded in either case. 

On the Delaware, Susquehanna & Schuylkill Mr. A. J. 
Beltz, Master Mechanic, says that experience has been 
short, painted jackets have been used for two years, the 
engines have not required repainting, the jackets are of 
No. 16 steel, painted with a first coat of common black 
paint and a second coat of common black paint with 
varnish. The cost per engine of these jackets is said to 
be about $30 over that of planished iron. 

Lehigh Valley Railroad.—Mr. S. Higgins, Superin- 
tendent of Motive Power, says that the cost of painted 
jackets is found to be $20 less than that of planished 
jackets, the saving being entirely in material. The 
painted jacket should last the longer, for its mainten- 
ance involves nothing but repainting about once a year 
which can be done for $1. After a few years’ service the 
painted jacket will look better than the planished iron. 
One coat of cheap metallic paint is used first, then one or 
two coats of locomotive black engine finish. 

Long Island Railroad.—Mr, 8S. F. Prince, Jr., Super 
intendent of Motive Power and Equipment, has had 
Russia or planished-iron jackets painted after they be- 
came badly rusted. He believes that boiler jackets 
should be made of rough iron of No. 20 or No. 24 gage 
filled and painted like cylinder jackets. Iron so thick 
would keep its shape. The jacket should have a priming 
coat of red led on each side, then be finished outside to 
any desired color. It should have two coats of finishing 








color and two coats of varnish. This jacket would be) 
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Some other roads have 
been using painted jackets 
experimentally. For in- 
stance, the New York Cen- 
tral & Hudson River and ats 
some Western roads. One 
Superintendant of motive 
power says that the cost of 
equipping one of his large en- 
gines with a planished-iron 
jacket was $78.80. Within 26 
months the cost of mainten- 
ance was $11.10; total, $89.90. 
A similar engine with a Bel- 
gian steel jacket painted cost 
$62.48 for labor and material, 
$6.75 for painting, $30.10 for 
maintenance in 25 months; 
total, $99.33. The steel jacket 
was painted first with three coats of paint and two ofvar- 
nish. The planished iron jacket is estimated to have a life 
of from eight to ten years, the painted jacket six to seven. 

Of seven locomotive building companies in the United 
States three have never applied any painted jackets. 
The others says: . 

As to first cost the painted jackét is slightly less ex- 
pensive. Smooth iron is used of about the same tnick 
ness as the planished iron or No. 22 W. G. This is 
painted with one coat of mineral brown filling, one coat 
of drop black and varnish ground together, and one coat 
of varnish. The cost isslightly less than planished iron. 

Another company says that the painted steel jacket 
costs about one-half as much as the planished iron and 
is somewhat heavier. The planished iron used is No. 22 
S. W.G. The'steel is No. 20S. W. G. 

Another company says that while unable to give the 
figures of cost it knows that the painted steel jackets are 
much more expensive than those of planished iron. 

Still another company says that it has been using 
painted steel considerably for dome and cylinder jackets, 
believing that it will last longer than planished iron. 
These painted jackets are of soft steel, No. 14S. W. G., 
costing 2.1 cents per pound on thecars. They are painted 
with two coats of oxide of iron paint on the inside; on 
the outside they have a lead-color wash, then covered 
with a solution of white lead and Japan and varnish, 
then rubbed down with pumice stone and finally have a 
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Fig. 5.—Section of Wheel. 





coat of black paint and two coats of varnish. This is for 
cylinder jackets only. 

We will now give a summary of the discussion. 

Mr. Benson is painting old jackets for appearance, but 
is putting on no new jackets other than planished iron. 

Mr. Mendenhall thinks that a really better appearance 
can be obtained by using heavy iron jackets painted than 
with planished-iron jackets, the heavier jacket not being 
so readily dinted. It will not be so often removed, and 
in this respect will be cheaper. He does not remember 
any case in which it has been necessary to renew paint 
on painted jackets. The first painted jacket used by the 
Pennsylvania was on the London & Northwestern com- 
pound, which is now seven years old, and he believes it 
bas not been repainted. 

Mr. Minshull painted a planished-iron jacket which 
had been ruined by a leaky roof about two years ago. 
He used one coat of locomotive finish, and the engine is 
still running and the jacket looks about as well as when 
first painted. He thinks the painted jacket much pre 
ferable to the planished-iron. He uses one coat of min- 
eral paint on the inside and one cvat of locomotive finish 
on the outside. 

Mr. Montgomery was inclined to think that it was a 





question of appearance. If one wanted torun rather 
rough-looking painted engines he could do so, but it is a 
question if the appearance of the engine is not worth 
consideration. The popularity and success of a road de- 
pends a good deal upon the attractiveness of its equip- 
ment. He questions if, giving proper consideration ap- 
pearance, much would be saved by painting jackets. 








Fenders on Street Cars in Boston. 


The West End Street Railroad Co., of Boston, the cars 
of which are equipped with the Johnson fender, seems to 
be well satisfied that it now has one of the most practic- 
able safety appliances ever devised ; and it is believed 
that the accident list has been reduced perhaps to as low 
a point as is practicable, with human nature as it is. 
During the three years ending Oct. 14 the statistics on 
the West End were: 

Persons in collision with fenders, 347. 

Persons escaping unhurt or with slight injuries, 301, 
or 86.7 per cent. 

Persons receiving injuries more serious, 40, or 11.5 per 
cent. 

Persons killed, 6, or 1.7 per cent. 

Electric car miles in the three years, 52,700,000. 

Hence an electric car equipped with these fenders has 
been run on the West End an average of 8,783,333 miles 
before causing fatal injury to a pedestrian. 

The Boston Herald, which publishes these figures, 
finds that the State Railroad Commissioners have taken 
no action in the matter of fenders since their last annual 
report. There was considerable agitation in Boston, as 
in other cities, regarding the matter of fenders, and the 
legislature ordered the Commissioners to investigate the 
matter, but evidently they have concluded that all 
reasonable demands have been met by the present ar- 
rangements of the railroads. The General Manager of 
the West End Company calls attention to the fact that 
fenders or other safety devices which come into opera- 
tion only when actuated by the motorman are often 
worthless, for the reason that careless persons run in 
front of cars so abruptly as to give him no time to act; 
or, if he takes a second in which to operate the fender, 
he wastes valuable time which should be used in stop- 
ping the car. Experiments with dummy men, to test 
fenders of this kind, have often been made, but in every 
case the motorman has had ample time to see the ob- 
struction and to prepare for it several seconds before- 
hand. 








Solid Bridge Floors of Old Rails. 





We have often taken occasion in the last three or four 
years to speak of the intelligent and liberal expenditures 
made on the Chesapeake & Ohio to improve the physical 
condition of the property. In bridge renewals consider- 
able use has been made of plate girders for the shorter 
spans, and on these a cheap and efficient floor, close 
enough to hold ballast, is used. This floor is made of 
old rails placed transversely. 

The illustration shows the flooring as applied to a 
double-track, deck, plate-girder bridge over Limestone 
Creek, on the Cincinnati division. The half plan shows 
how the rails are placed. As will be seen, the rivet heads 
in the cover plates of the girders come between the bases 
of the rails. The rails are used in lengths of 23 ft. 5 in. 
on this particular bridge, and are spaced’6 in. center to 
center. 

It will be observed that one cover plate on each girder 
is extended out a short distance to hold a device for 
keeping the old rails in place laterally. This makes it 
unnecessary to rivet each rail to the structure of the 
bridge itself. By thus extending the cover plate the 
rails are held in place by %-in bolts spaced 1 ft. center 
to center, and passing through the extended cover plate 
below and an angle above. Between the angle and the 
plate the ends of the old rails are held, and they are also 
held by the bolts. The angle is 6in. x 6in. x }¢ in. in 
this case, and has riveted to it a vertical plate 10 in x 3¢- 
in., which serves to finish up the side of the bridge and 
to keep the ballast from falling off. An arrangement 
for this same purpose is also provided at the end of the 
bridge, as is shown in the engravings. An angle is so 
riveted as to extend out over the space between the par- 
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apet wall and the end of the girder, in order that the 
ballast may not fall down between the two. 

The bridge illustrated is a short one, but this type of 
flooring has been used on bridges up to 101 ft. Stone 
ballast is used over the structure, and ordinary cross- 
ties are placed in this ballast, just ason solid ground. 
The separation of the rails to allow space for the rivet 
heads in the cover plates provides for ample drainage. 
This type of flooring could not be used in those places in 
which the drainage cannot be allowed to drip through 


string truss, the top chord or compression member being 
a 2%¢ steel tube, the bottom chord or tie rod being of Lin. 
iron or steel, and the other parts of malleable castings. 
It is simple in construction and has few parts. 

The tube is buckled and slotted at each end, and as in- 
serted in the brake head goes over the rod in such a way 
as to keep it from turning. This arrangement is shown 
in the engraving. The malleable iron strut A, shown in 
the detail view D, is slotted to a distance of 114 in. back 





from the rings which receive the pipe, and after the pipe 
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on to the roadway below, as for instance, in crossing 
streets, in which case a solid flooring with drainage 
to gutters and pipes leading to sewers is usually em- 
ployed. 

Allarge plate girder bridge recently designed for the 
Chesapeake & Ohio is that over Four Mile Creek, on the 
Cincinnati Division, which is a single track, deck, plate- 
girder of 101 ft., out to out. This bridge is a good 
example of a well built plate girder. It is 99 ft. center to 
center of pins (the end bearings are pin bearings), and is 
8 ft. 8144 in. deep, out to out. It is made of soft steel 
throughout, with %-in. rivets. The web plates are 104 
in. x 3% in., and are in 11 ft. 784-in. lengths and 9 ft. 8-in. 
lengths, there being four of the former and 16 of the 
latter for both girders. Thirty-six splice plates are used 
in the entire bridge, 19 in. wide, and there are two top 
cover plates 20 in. x 7% in. and 47 ft. long, and four top 
cover plates of the same width and thickness and 27 ft. 
long. The remaining cover plates are 16 in. wide and 
43 in. thick. The upper and lower chords are each four 
cover plates deep at thecenter. There are 27 stiffeners 
along each girder with filler plates, as is the usual cus- 
tom. The lateral bracing is particularly complete. For 
some of the details of this bridge the Pencoyd Iron 
Works should doubtless have credit, as it is building it. 

The end bearings of this bridge are} shown 1n Fig. 2. 
The pin is6in. in diameter. One end of each of these 
two girders is fixed; the other slides on a nest of six 
rollers as shown. The details of these bearings are so 
well shown in the fillustrations that no particular de- 
scription of them is necessary. 

We are indebted to Mr. H. Frazier, Chief Engineer of 
the Chesapeake & Ohio for the illustrations used in pre 
paring this article. 








The Monarch Brake:Beam. 





The Monarch Brake Beam Co., Limited, Detroit, has 
recently been organized for the purpose of making the 
‘“*Monarch” brake beam. The officersare, J. H. Berry, 
Chairman; George Fuller, Vice-chairman; T. H. Simpson, 
Secretary; W. G. Smith, Treasurer. The Chicago & 
Grand{Trunk Railway Co., after considerable trials in 
regular service on engine tenders, was so well satisfied 
with the beam that preference was expressed for it when 
placing orders for new cars. The Monarch Brake Beam 
Co. is now filling an order for 2,000 beams for cars being 
built at Pullman shops. 

The beam is constructed on the principle of the bow 
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Details of Pin Bearing—C. & O. 


is inserted these slots are drawn together by rivets, thus 
firmly gripping pipe. The clips BB are split, as shown 
in the detail view C, and are brought together by a 1¢-in. 
bolt which is riveted over the nut. The end of the main 
tension rod is also riveted after the nut is set up. 








Joint Traffic Association Agreement. 


The Presidents of the Trunk Line and Central Traffic 
Association roads met in New York Nov. 19, and finally 
approved the new agreement (outlined in the Railroad 
Gazette of Oct. 18) as revised since the meeting of Oct. 10. 
At this week’s meeting all the important roads were 
represented, including the Philadelphia & Reading, but 
excepting the Wabash. It is officially stated that all the 
roads named in the agreement have agreed to it, and the 
assents now given are understood to practically guaran_ 








way Guapeet. Chicago & Erie Railroad Company, Chicago & 
Grand Trun Bailway Company, Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company, Delaware, Lacka- 
wanna & Western Railroad Company, Detroit, Grand Haven 
& Milwaukee Railway Comp«ny, Krie Railroad Company, 
Grand Rapids & Indiana Railroad Company, Grand Trunk 
Railway Company of‘ anada, Lake Shore & Michigan South- 
ern Railway Company, Lebign Valley Railroad Company, 
Michigan Centrai Railroad Company, New York Central & 
Hudson River Railroad Company, New York, Chicago & St. 
Louis Railroad Company, New York, Untario & Western Kail- 
way ‘ ompany, Northern Central Railway Company, Pennsyl- 
vania Company, Pennsylvania Railroad Company, Philadel- 





wt A— ower sHoe—Fixep enn 
S B-.ower sHoe-stipinc eno 
-% C—upprer sHoe 

D—wnest oF roLters 
E—rower sep PLATE 


phia & Reading Railroad Company, Philadelphia, Wilmington 
& baltimore Railroad Company, Pittsburgh & Lake Erie Rail- 
road ae ag, Pittsburgh & Western Kailway Company, 
Pittsburgh, Cincinnati, Chicago & St. Louis Railway Com- 
pany, Terre Haute & Indianapolis Rallroad Company (Van- 
dalia line), Toledo, Peoria & Western Railway Company, 
Wabash Railroad Company, and West Shore Railroad Com- 
pany do hereby constitute the Joint Traffic Association (here- 
inafter called The Association), and make this agreement for 
the purpose of carrying out the objects above named. Other 
companies — hecome members of The Association as pro- 
vided in Article III. 
ARTICLE 1.—BOARDS OF ADMINISTRATION. 


Section 1. The affairs of {The Association shall be adminis- 
tered by three Boards, with duties as hereinafter specified: (a) 
A Board of Control. (b) A Board of Managers, hereinafter called 
the Managers. (c) A Board of Arbitration, hereinafter called 
the Arbitrators. 

Sec. 2. Wherever the term traffic is used herein it means 
both freight and passenger traffie. 


ARTICLE 2.—TRAFFIC SUBJECT TO THE ASSOCIATION. 


Section 1. The Association shall have jurisdiction over all 
competitive traffic (subject to the exceptions noted in Section 
2 of this Article) which passes to, from, or through the west- 
ern termini of the Trunk Lines, viz: : Toronto, Canada; Sus- 
Pe Bridge, Niagara Falls, Tonawanda. Black Rock, 

uffalo, East Buffalo, Buffalo Junction, Dunkirk, and Sala- 










k—-/3 la ~~ -/3 a" _» 


a“ 


p--—--2 22 —-- > 























<—-—a 


a“ 
































k-——_-2¢ 








Bridge Over Four Mile Creek. 


manca, N. Y.; Erie, Pittsburg, and Allegheny, Penn.; Bellaire, 
Ohio; Wheeling, Parkersburg, Charleston, and Kenova, West 
Va., and Ashland, Ky., and such other points as may hereafter 
be designated by the managers as such termini; also all traffic 
which may pass through other junctions of the companies 
parties hereto which is included when passing through any of 
the termini or junctions above or hereafter specified, and such 
other traffic as may by common consent of the parties be 
hereafter included herein. 

Sec, 2. The following shall not be included : (a) Coal, coke, 
iron ore, mill cinder, limestone, and petroleum, crude or re- 
fined. (b) Traffic destined to or coming from Florida, Georgia, 
North and South Carolina, Virginia, and West Virginia south 
of the south line of the Chesapeake & Ohio Railway. 


ARTICLE 3.—THE BOARD OF CONTROL. 


Section 1. The Presidents of the companies forming the 
Association and of such other companies as may become par- 
ties hereto shall constitute the Board of Control, which shall 
meet on the written request of any three of its members. 

Sec. 2. In case of the absence of any member of the Board 
of Control from a meeting, the next ranking officer in such 
company having jurisdiction over traffic will have authority 
to act in his place and stead. 
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r tee the formal approvals by| Sec.3. Each member of the Board of Control shall be 


the several Boards of Direc- 

tors, as each President has 
ot already received suitable 

instructions and authority from his Board. The Presi- 

dents at Tuesday’s meeting were Messrs. Roberts, Mayer, 

Ingalls, Caldwell, Ledyard, Callaway, Depew, Thomas, 

Sloan, Wilbur and Harris. 

Following is the text of the agreement: 
PREAMBLE.—PURPOSES OF THIS AGREEMENT. 


To aid in fulfilling the purposes of the Interstate Com- 
merce act, to co-operate with each other and adjacent trans- 
portation associations, to establish and maintain reascnable 
and just rates, fares, rules, and regulations on State an 
Interstate Loomer to prevent unjust discrimination, und to 
secure the reduction and concentration of agencies and the 
introduction of economies in the conduct of the freight and 
pecan service, the Baltimore & Ohio Railroad Company, 

timore & Ohio Southwestern Railway Company, Central 
Railroad Company of New Jersey, Chesapeake & Ohio Rail- 








entitled to one vote, except that no system as designated in 
Article 1V. shall have more than three votes in the aggregate. 
It shall require three-fourths of the entire number of author- 
ized votes to adopt any pruposition coming before the Board of 
Control. 

Sec. 4. The Board of Cortrol shall fix the salaries of any 
Commissioners appointed by the Managers. The salaries of 
other officers and employees of The Association shall be 
subject to its review and approval. The Hoard of Control 
shall select the Arbitrators and fix their compensation and 
term of service, 

Sec.5. the Board of Control shall appoint an Auditing 
Committee who shall examine and report to it upon the ac- 
counts of the Association. 

Sec. 6. The Board of Control shall prescribe the conditions 
acd rules under which additional railway systems or com- 


d | panies shall become parties hereto and be represented upon 


the Board of Managers. 

Sec. 7. Only the Board of Control shall consider appeals from 
the action of the. Managers on ail questions as to rates or 
fares, except differentials. 


(Continued on page 773,) 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
fo ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all ot 
which will be published. 

Advertisements.— We wish it distinctly understood tha 
we will entertain nc proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 











The latest issue of the Chronicle contains the cus- 
tomary compilation of railroad gross earnings, this 
time for the month of October. The results for the 
month are the best that have been recorded since the 
revival began. The statement includes 139 railroads, 
working 104,000 miles, and on these the gain in gross 
earnings over October of 1894 was 6.59 per cent. Of 
all these roads only 37 show decreases. There are 11 
railroads included in the list which show gains in 
gross of over $100,000 each, and this list is headed by 
the Chicago, Milwaukee & St. Paul with a gain of 
$861,000. The Great Northern comes next with $372,- 
000 and the New York Central is next with $349,000. 
The Northern Pacific has gained $314,000. The 
Burlington, Cedar Rapids & Northern and the 
Illinois Central each gained over $200,000.. The 
Burlington figures are not yet published, but 
it presumable that that system will show 
large gains. The list of roads which lost is headed by 
the Texas & Pacific with $227,000 lost. The Missouri, 
Kansas & Texas follows with over $175,000, and the 
other roads showing losses are the International & 
Great Northern, the Atchison, the St. Louis South- 
western and the Buffalo, Rochester & Pittsburgh. 
Generally speaking, the gains are attributable in a 
very great degree tothe large movement of grain, 
which, at the Western primary markets for the five 
weeks in 1895 was85 per cent. more than the movement 
in 1894; that is, it amounted to 83} million bushels 
against 45 millions. Chicago was the greatest gainer 
of any single point in this largemovement. The losses, 
which with few exceptions are in the Southwest, are 
attributed to a short cotton crop and its slow move- 
ment to market. Moreover, the present comparison 
is made with a month in which the Southwestern 
roads made,in many instances, the largest October 
earnings on record. 
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Last Tuesday morning, shortly before daylight, an 
express passenger train on the New York Central 
Railroad was wrecked for the purpose of robbery. 
Two men were killed and a number of persons were 
injured. The wreck was caused by unfastening the 
rails and turning their ends to run the train off the 
bank. This incident did not occur, be it observed, in 
Arizona or Nebraska or Texas, but in the very heart 
of the ‘‘ Empire State” and on one of the most im- 
portant and most frequented railroads of the world. 
The crime was not committed by tramps or old crimi- 
nals, but by common village loafers, boys 18 or 19 years 
old, citizens of the neighborhood. It would be almost 
ridiculous to suppose that such a thing could happen 
in England or on the Continent of Europe. Why, 


then, should it happen in the most ‘ civilized” section | 
‘see ther d lights on the bridge gates; the night was 


of the United States? This is a question which we 
leave to the social philosophers; but we take the lib- 


erty to say that a community in which it could hap- | 
pen is not really civilized, but is to that degree bar- | 


baric. Weare inclined to think that one of the chief 
reasons for this familiar lawlessness toward the rail- 





systematic work of an irresponsible press and of other 
irresponsible public guides who have long and per- 
sistently taught that the railroads are public enemies 








The new traffic organization of the trunk lines and 
their connections, which has been under considera- 
tion for several months, was finally agreed to by all 
of the presidents on Tuesday of this week, and we 
print the text of the agreement on another page. The 
presidents expect to appoint commissioners and arbi- 
trators on Dec. 12, and the agreement is to go into 
operation on Jan. 1. The changes in arrangement 
and phraseology since the meeting of Oct. 10 (which 
was reported by us Oct. 18) are very. numerous, but 
the only radical changes are those in Articles 7. and 
18. The Pennsylvania.Railroad people seemed to lose 
their enthusiasm after the meeting of Oct. 
10, and they finally proposed amendments based 
on their belief that the charter of the road wouid not 
permit the directors to make the Joint Traftic Board 
the exclusive agent of the road, and the changes in 
Article 7 have been made to meet this difficulty. 
The Board of Managers (at first called ‘‘directors’’), 
instead of fixing rates, will have power only to rec- 
ommend changes. The roads, instead of appearing 
to abolish all their tariffs and start out with new 
ones, reaffirm the rates now in force; and the 
‘‘Managers,” instead of ordering changes, will sim- 
ply recommend; but any company failing to promptly 
observe such recommendations shall be deemed to 
have violated the agreement. Thus each company 
retains its own rate-making power, but binds itself 
to observe the wishes of its competitors as repre- 
sented by the Board of Managers. 

The managers do not command, but ‘‘ their wish is 
law,” all the same. The Pennsylvania will comply 
with its charter because it will not use the managers’ 
rates until it has expressed its will to use them. The 
philosophy of this clause of the agreement is some- 
what like that of the man going to jail who asserted 
that he went voluntarily; the sheriff did not use any 
physical force and, of course, the prisoner’s legs 
did not act until after his will had acted. 
The 30-day period is retained and each road does, 
to that extent, absolutely restrict itself. Article 18 
provides that ifthe A & B road incurs a penalty and 
does not pay it in 15 days, the C & D, or any other 
road, may withdraw from the Association in 30 days 
thereafter. In addition to this, article 21 provides for 
withdrawals on 90 days’ notice, so that the five-year 
idea has been robbed of its importance. It will be 
observed that a three-fourths vote is required in all 
transactions and that no ‘‘system” shall have 
more than three votes in the Board of Control. 


The arbitrators are not to consider ques- 
tions of rates and fares (except differen- 
tials). The opinions expressed by us Oct. 18 demand 


little, if any, qualification. It still remains true that 
the strength of the agreement depends largely upon 
the spirit of the companies and upon the character of 
the men whom they appoint on the Board of Mana- 
gers. The agreement does not contain important 
elements of strength in its wording, superior to those 
of previous agreements, except in the requirement 
that changes in rates shall be made only by Boards 
of Directors, and in the 30-day-notice clause. 

The names uf the members of the Board of Man- 
agers will probably be announced soon. Most of the 
presidents say that they have not yet decided whom 
to appoint, but we understand that in three cases the 
selection has been practically settled, viz. : Baltimore 
& Ohio, Orland Smith ; Chesapeake & Ohio, O. G. 
Murray ; Erie, G. G. Cochran. 








An Electric Railroad Accident. 





Last Saturday night a very serious street car accident 
happened in Cleveland, O. A trolley car fell through 
an open drawbridge on the Centrai Viaduct and was 
crushed on a bunch of piles 120 ft. below; and 15 
people lost their lives. Among these was the con- 
ductor. The motorman saved his life by jumping 
from the car before it fell. 

From the accounts that have reached us it appears 
hat a contrivance had been in use which interrupted 
the current on the opening of the drawbridge, but 
that this, had been given up anda derailing switch 
substituted. But we are not certain that that the cut- 
off had been abandoned, for in what purports to. be 
the motorman’s story before the coroner he says that as 
he pas-ed the cut-off his lights did not go out and there- 
tore he supposed all was right. The motorman did not 


tbick with mist and drizzling rain. 

The story is that the conductor went ahead, set the 
switch right fur the continuous track and signalled 
the car ahead. If that is true, it would seem that the 
accident was, like so many of those occurring on roads 


roads is to a considerable extent the result of the | operated by steam, in part due to the failure of the 





human agent and in part to the failure of what ought 
to be adequate mechanical safeguards. It would seem 
that the device which had been used, by which the cir- 
cuit was broken by the opening of the drawbridge, 
would have been perfectly safe, while it worked, as it 
would have been mechanically impossible for the car to 
proceed, except by its own momentum, or by the eff: ct 
of a down grade. Further, there is no question that the 
derailing switch should have been so interlocked with 
the draw that the conductor could not turn it while 
the draw was open. This is a perfectly obvious «nd 
well-known precaution, in constant use on steam rail- 
roads. which from all accounts seems to have been 
neglected here, 

Without knowing all the facts it is useless to specu- 
late as to whether or not the diawbridge was reasona- 
bly protected ; but ther? is one very safe conclusion to 
draw, which is that running railroads by electricity is 
just as dangerous as running them by steam locomo- 
tives, making due allowance for spred and weight, 
and that it must be surrounded by just as many safe- 
guards. This appears to be a great fact not sufficiently 
coasidered by those who are responsible for equipping 
and operating electric reads, and each succeeding 
month confirms the view that they will not consider 
it sufficiently until they have gone through the expe- 
rience of costly accidents which the steam railroads 
bave gone through. One must watch with great ap- 
prehension the multiplication of grade c.ossings of 
electric lines with steam lines, or of electric lines with 
each other. An immense number of such crossings 
exists where, in justice to all concerned, the grades 
should have been separated in the beginning and where 
the next best thing ought to te insisted upon, proper 
signals and derailers. The plain lessons of more thau 
half a century are disregarded. As it was in the early 
history of the steam railroad so itis in the present era 
of the electric ra‘lroad , cheap construction and cheap 
operation are realized, but at the expense of in:uffi- 
cient protection to hfe and property ; and the cost of 
building and working electric roads must, no doubt, be 
increased in order to make them safer. Here again. as 
with steam railroads, the cost of providingand working 
reasonable safety appliarces will, no doubt, be made 
up by the saving in payments for damages to life and 
property. Weapprebend that the average cost per 
mile of building and equipping electric roads will be 
gradually raised as these fasts become more and more 
apparent to the engineers, the financiers and the great 
public. 








The Latest Word From the Interstate Commerce 
Commission. 





An abstiact of two decisions issued simultaneously 
from the Interstate Commerce Commission was pub- 
lished in the Railroad Gazette last week, page 764. 
They cover the same point and are of more importance 
than any other of the Commission’s utterances in the 
last few months. The subject dealt with was the 
question of rates charged on shipmen's of iron, coal 
and grain to Cordele, a small town in Georgia, from 
larger distributing centers. The complaint was the 
ancient one of high local and low through rates on low 
class freight, with the alleged result of oppression of 
the small town and unjust discrimination in favor of its 
more fortunate neighbors. In the opinions the Com- 
missioners have gone over the old ground in detail, 
discussing the general theory of the subject, and pre- 
senting the particular case with a great mass of testi- 
mony and figures. 

The gist of the whole matter is the legality of the 
common “‘basing-point” system of adjusting. rates, 
which is the ordinary commercial system by which 
through rates are adjusted to fixed competitive centers 
and local rates added from these places to ihterior 
points. As to this question the Commissioners have 
never left their opinions in doub. from the very be- 
ginning. In their last decisions they stand consis- 
tently by the platform laid down in their first de- 
cision; they repeat what waslong ago said by Judge 
Cooley in the Louisville & Nashvillecases. And there 
can be no doubt that the Commissioners have in this 
respect caught the intention of the law under which 
they move and have their being. 

The Interstate Commerce Act struck directly at this 
very condition of things. Its object was avowedly to 
wipe out the unjust discriminations which undoubtedly 
existed on all sides agaitst small interior places, and it 
has been strictly construed andapplied. For the effects 
of this we have only to look at the readjustment of 
trade centers which has gone on in the West particu- 
larly, and in the South. The law in its application has 
borne heavily on the smaller interior cities which were 
jebbing centers, while it has brought producers at in- 
terior points into direct dealing with the large distant 
markets. This was accomplished with considerable 
shock and disturbance in the earlier years, but the rail- 
roads soon adjusted themselves to the more reasonable 
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demands of this sort, because in very many cases the 
former arrangements were patently unjust. 

But the rigid application of this principle, that small 
interior points must be put on a level with competi- 
tive points, has prove i all along. like the other strict 
theories of the Commission, uncommercial ard un- 
workmanlike in practice. The iron-bound theory is 
that the whole basing point system is a matter of un- 
due discrimination against the smaller places. In the 
words of the present opinions: ‘‘ It is not a matter of 
the least importance, in the legal sense, that the small 
towns are strictly local and non-competitive.” This 
principle is applied to the cases in hand as a deduction 
from the general section of the act on discrimination. 
and directly from the long and short haul clause, with 
a result that may seem specious, but is, in the present 
instance. uncommercial. 

The proof of this is not far to seek. This small town 
of Cordele has grown up since the building of the Sa- 
vannah, Americus & Montgomery and the Georgia 
Southern & Florida railroads. A review of the figures 
in the report and of the earnings vf these roads makes 
it perfectly plain that the railroads have done the best 
they could for this town in the matter of rates. That 
their rates have not been in themselves oppressive is 
shown by the growth of the place and of its varius 
industries. 1t seems difficult in theory to justify the 
demand of a town which practically owes its creation 
to the railroads to be placed on the same level with 
larger centers whose existence in the first place was 
the one fact which enabled the roads to nush out to the 
smaller places in the interior. The condition of these 
two roads financially offers a rather sarcastic comment 
on the complaint of higher rates than the situation 
justifi's, tor the latter of the two went into receivers’ 
hands in 1891, and the other rvad fullowe } its examile 
in 1892. It is probable, then. that the preseut orders of 
the Commission will be quite impraciicable to put into 
effect. 

But it seems equally clear that the Commission will 
stick to its strict theory to the end of the chapter. It 
will be recalled that the English Commission of 1872 
and the years following swung to the opposite ex- 
treme, and held unshaken to the notion that geo- 
graphical position was to be treated as a vested right. 
But this particular feature of the rate problem is not 
wholly a question of latitude and longitude, nor can it 
be settled by applying the rigid and iron principle of 
our Commission. ‘The true position must lie between 
these two extremes. The complex conditions of a 
rate situation, like the case3 under discussion. must be 
treated more on their own particular merits, and re- 
fuse to square themselves to the most perfect theory 
in the world. 








Annual Reports. 





Great Northern.—The report of the Great Northern 
Railway Company for the year ending June 30, 1895, ap- 
pears this week. The results from operation show very 
important gains over 1894, but as 1894 was the year of the 
great strike of the American Railway Union, a compari- 
son of these two yearsalone is necessarily misleading. 
Therefore, in the table which follows we give the per- 
centages of gain or loss of the last year as compared with 
both 1894 and 1893: 





1894. 1893, 
1895. Gain per Loss per 
: cent. cent. 
Gross earnings....... ...... $13,109,940 16 
Oper. expenses...... ......- 7,146,462 10 2.6 
Net earnings.... .......0.- $5,963,478 23 3.7 
"ROUGE ss focccccr cesses -<6 cause 459,216 11 ave 
Net IMGOIRG 6 ccccecscscesecs $5,504,262 24 5.3 
Working exp. per cent...... 54.51 57.19 54.24 
Exp. and taxes per cenf..... 58.01 60.82 57.02 


The results of working per mile of road are shown in 
the table below: 


: 1895. 1894. 1893. 

Gross earnidgs...... yagedatecsieeaadeata $3,481 $3,013 $4,035 
WOsHING OXDOIBERS << 50056505 cccncssccnce 1,89 1,723 2,189 
WOE CORMIER ioc ciisc cncancexccuseccenne $1,584 $1,290 $1,816 
Miles WOrked.. ...c6ccses ccscsccasces ueoxes 3,766 3,765 3,352 


It will be observed that per mile of road the gross 
earnings were $554 less in 1895 than in 1898, the operating 
expenses were $291 less, and the net earnings $262 less 
As compared with 1893, some savings were made in the 
maintenance accounts. In that year the expenditure for 
maintenance of equipment was $1,045,418; in 1895 it was 
$950,937. The maintenance of road and structures in 
1893 cost $2,107,414. In 1895 this item was $1,909,313. 
The saving in these two items was about $193,000, or, 
distributed over the mileage worked last year, about 
$51 a mile; but the saving in working expenses, as com- 
pared with 1893, was $291 a mile. The average receipts 
per ton per mile in 1893 were 1.232 cents; in 1895 they 
were 1.014 cents. We must look therefore for some 
other reason than savings in maintenance account and 
increase in rates for the source of the gain in net revenue 
per mile. 

The fact is that this property is being worked with 
great skill and diligence as a net revenue earner. 
The fundamental idea is not to show gains in tonnage, 
but increase in profits. A good indication of this is seen 
in the average train loads. The average freight train 





load was 237 tons; in 1894 it was 227 tons, and in 1893 it 
was 235. As compared with 1894, the mileage of loaded 
freight cars increased 28.27 per cent.; the mileage of 
empty freight cars increased. 21.76 per cent.; the total car 
mileage increased 26.61 per cent. We donot find car 
mileage statements for earlier years, but the figures 
given show elements of economy in operation which 
have undoubtedly had a great deal to do with the favor- 
able results. 

The rate per ton per mile for 1894 was 1.096 cents, and 
attention is called in the report to the fact that if the 
average rate in 1895 had been as high as in 1894 the gross 
earnings of the company from freight traffic would have 
been $838,182 more. The result of the lower rates was 
that per train-mile the earnings in 1895 were 9 cents less 
than in 1894; that is, $2.45 against $2.54, notwithstand- 
ing the fact that the load was 10 tons more. 

The passenger earnings in 1895 did not increase as 
much as the freight earnings, as compared witk the year 
before ; that is, they were $1,855,000 in 1895, and $1,810,- 
000 in 1894, and yet the passenger rate per mile was con- 
siderabiy higher, being last year 2.551 cents, the year be- 
fore 2.361. The decrease in volume of passenger business 
and the increase in average rates are both natural results 
of the general business condition which caused a falling 
off in emigration to the newer territory. Weare informed, 
however, that during the summer a considerable move- 
ment toward the fertile and low-priced lands of North 
Dakota and Minnesota has set in and it is believed that 
this will extend to the States further west and especially 
to the State of Washington, which offers great attrac- 
tion to farmers and stock raisers. 

The report states that the crop of 1895 indicates the 
heaviest grain tonnage ever hauled by the road, which 
will be handled under more favorable conditions than 
ever before. It is added that the fiscal year ending June 
30, 1896, should show the largest net earnings in the his- 
tory of the company. Asa matter of fact, the company 
has been making considerable expenditures to promote 
cheap handling of its traffic. These have been not only 
in the direction of putting in heavier rails, filling trestles 
and building heavy steel bridges, but also in great addi- 
tions to terminal and division yards. This last point is 
one of especial importance at the head of Lake Superior, 
where so much of the traffic of the system flows over the 
line of the Eastern Minnesota, which road does probably 
the heaviest business that is done on any single-track 
railroad in the United States. While the main track of 
this railroad is only 72.39 miles, its side tracks aggregate 
43.46 miles, indicating the expenditure that must have 
been made to accommodate the heavy tonnage passing 
over it. In fact, we should suppose that before many 
years this line would need to be double-tracked. 

The revenue account of the leased lines of the St. Paul, 
Minneapolis & Manitoba shows the surplus earnings 
transferred to the income account of the Great Northern 
as $131,672, after paying guaranteed interest and guar- 
anteed dividends on the stock and bonds of the former 
company. The gross income of the Great Northern, 
which is made up of this surplus and of interest and 
dividends on securities owned and rentals of lines leased, 
amounts to $1,439,508. From this a 5 per cent. dividend 
was paid, aggregating $1,250,000, leaving a balance to 
profit and loss of $189,508. 

Concerning the results of working the allied steamship 
companies on the Great Lakes, littie information is 
given. Weare informed that a large tonnage was car- 
ried during the year, but most of it at very low rates. 
The Northern Steamship Company shows for the year 
ending March 31, 1895, gross earnings of $549,464, and 
operating expenses of $665,423, giving a net loss of $115,959. 
All of this, it must be remembered, was the result of ope- 
ration of one steamer the first season, the ‘‘ North Land”’ 
not having gone into service until June of this summer. 
Concerning this the report says that a very satisfactory 
increase in the business of both steamers has been shown, 
particularly in the travel brought by them to the rail- 
roads. From the scanty information which has reached 
us, we are prepared to believe that a small net earning 
may be shown as the result of this season’s operation of 
the two ships. 








The annual report of the Manhattan (Elevated) Rail- 
way Co. for the year ending Sept. 30, 1895, contains 
considerable confirmation of what we have sometimes 
said with regard to the effect of the improvements of 
the surface lines on rapid transit in New York. That 
report shows that forthe year in question 179,234,356 
passengers were carried on the Manhattan line proper. 
The year before 190,669,854 were carried, and in 1893 
214,459,217. The falling off in numbers since 1893 was 
almost 351g millions, or over 16 per cent. The falling off 
as compared with 1894 was 1114 millions, or about 6 per 
cent. This, it must be understood, is exclusive of the 
suburban lines. Including them, the numbeis carried 
in the three years are 219.6 millions in 1893, 196.2 millions 
in 1894, and 188.1 millions in 1891. There was a substan- 
tial increase in the suburban lines, but relatively to the 
great mass carried it amounted to little. It has been 
said and believed by some that the great shrinkage in 
the elevated railroad business is due more to the hard 
times than to competition. No doubt it is to a consider- 
able extent due to hard times, but we should suppose 
that a much more important element is the competition 
of the improved surface lines. The best way to test this 
theory would be to coilect and compare the total figures 
of passenger movement by all lines, showing what the 
growth has been in the aggregate and where the growth 
has been the greatest. This cannot be done now for 1895, 


but we shall hope soon to collect such figures. The loss 
of 351¢ million passengers means a falling off of 
just that number of five-cent pieces in gross revenue. 
In fact, the gross revenue in 1895 was nearly $400,000 
less than in 1894, and nearly $1,400,000 less than in 1893. 
The net earnings in 1895 were $3,613,000 ; in 1894, $4,043, - 
000; in 1893, $4,927,000. After paying dividends there 
was a deficit of $392,000 as against a surplus of $1,111,000 
in 1893. The percentage of operating expenses to the 
gross earnings has risen from 55.76 in 1893 to 62.93 in 1895. 
It is said that gross and net earnings are now improving ; 
and we should be disposed to think that the worst effect 
of the competition of existing surface lines had already 
been felt. But with the further improvement of surface 
lines, both in length and in facilities, and with the further 
development of the system of transfers, there may be 
a still further loss of business from the Manhattan. 
Naturally that loss will be arrested when the full effect 
of the drain is felt in reducing the congestion of the 
Manhattan trains, and also when the short trip business 
is provided for. One would not suppose that a consider- 
able longitudinal extension of the surface lines would 
affect the Manhattan very much, except by giving facili- 
ties to still other short-trippers; but it is just these 
facilities that will be provided if the plans now attrib- 
uted to the Metropolitan Traction Company are carried 
out. These plans include an extension of service in the 
lower part of the city beyond anything ever contem- 
plated in earlier projects. 


It is reported that the railroads using Pullman sleep- 
ing cars are about to present a petition to the Pullman 
Company to have the price of upper berths reduced at 
least 25 per cent., though the general passenger agent, 
who is said to have written a private letter to the gen- 
eral passenger agents of all the leading roads, asking 
them to join in such a request to the Pullman Company, 
denies having taken action. The only apparent motive 
for making the prices of upper berths less than 
those for the lower ones would be to make larger aver_ 
age loads, but it does not seem very certain that such a 
result would follow. Where more than one sleeping car 
is required on a route, a part of the time but not regu- 
larly, it might be that enough of the early purchasers of 
tickets would engage upper berths to enable theagent to 
decide better or earlier whether he would need a second 
car; bnt on the New York and Boston line, where upper 
berths have iong been sold for only two-thirds 
the price of lower berths, this has not proved 
to be the case. The officers of that line do not 
see much in the lower rate except a concession to pas- 
sengers who practice close economy, and it is not clear 
that the public appreciates this very greatly. Ifa road de- 
sires to make such aconcession it ought to goin on a larger 
scale and run two grades of cars, for one of the induce- 
ments to ride in a sleeping car is the higher social aver- 
age found in it, and a reduction of rates tends to lower 
this average. 








NEW PUBLICATIONS. 


Tales of an Engineer. By Cy Warman; New York: 
Charles Scribner’s Sons. Price, $1.25. 

This is a book of 250 pages 414 x7 in., containing descrip- 
tions of rides on locomotives, with other stories, more or 
less tinged with fiction, which Mr. Warman has 
written during the last year or two in McClure’s Maga- 
zine, the Engineering Magazine and the Youth’s Com- 
panion. The last 30 pages contain “rhymes,” most of 
which first appeared in the New York Sun. These are 
dedicated to the general passenger agents, in grateful 
appreciation of the passes which the author has received 
from that department, and the book as a whole is dedi- 
cated to locomotive engineers, ‘‘the silent heroes who 
stand alone and bore holes in the night at the rate of a 
mile a minute.” The first sketch in the book is the ac- 
count of a ride from New York to Chicago on the engines 
ef the Exposition Flyer, in 1893, which railroad men 
wili remember to have read in the papers at the 
time. The later sketches were made on a trip to 
Constantinople and Palestine, which Mr. Warman 
seems to have made in 1894. The author has ideas, and 
now and then some humor, but his literary style is not 
the most polished in the world. It looks like a combina- 
tion of the New York and the Chicago daily newspaper 
style, whipped into a temporary smartness by being 
dressed in large type and double leads. American train- 
men can find in the book some entertaining reading con_ 
cerning the things which one of their own craft sees on 
the surface while in Europe, as well as some sketches of 
engine-running in the Rocky Mountains, where the 
author was a runner for several years. 








Joint Traffic Association Agreement. 


Continued from page 771. 


Sec. 8. Pending decisions by the Board of Control, the de- 
cisions and orders of the Managers shall prevail. 
ARTICLE 4.—THE BOARD OF MANAGERS, 

Section 1. The Board of Manigers shall consist of not less 
than nine members, of which each of the following nine sys- 
tems shall designate one. [Here follows a list of the systems, 

.& O.; C. & O.; Erie; G. TV.; Lack.; L. V.; Penn.; Vanderbilt, 
and Wabash, with the roadsin eacn; the C., C., ©. & St. L. is 
included iu C. & O.; the Vandalia in the Peonsyivania, and 
the Pittsburgh & Lake Erie inthe Vanderbilt; the Wabash 
is included only east «.f the Mississippi Kiver.} 

sec. 2. Additional Managers, representing other systems or 
companies which are now or may hereafter become par.ies to 
this Agreement, may be desigu.ted by such systems or com- 
panies under the authority and rules of the Boa:d of Control. 

sec. 3. Each Manager shall hold office during the continu- 
ance of this Agreement, subject to the pleasure of, and shall 
be compensated by, the system appointing him. 
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ARTICLE 5,—RELATING TO THE DUTIES AND POWERS OF THE 
MANAGERS, 

Section 1. The Managers shall have their principal office in 
New York City and shall continue in session subject to their 
rules. They shall elect a chairman annually. 

Sec. 2. The Managers shall adopt their rules and perfect 
their organization. It shall, however, require the aftirmative 
votes of three-fourths of their entire number to adopt any 
proposition coming before them. 

Sec. 3. In considering questions which exceptionally affect 
the interests of any company party hereto unrepresented 
upon the Board of Managers, such company shall be advised 
thereof and be afforded an opportunity under the rules of the 
a for presenting to them its views before final action 
is taken. 

Sec. 4. The Managers shall construe this Agreement and all 
resolutions adopted thereunder. 

Sec. 5. All applications for differentials and for changes in 
rates, fares, charges and rules shall be made to the Managers. 
Their action upon differentials and upon all questions except 
as to rates and fares, shall be subject to appeal, but only to 
the Arbitrators. Their action as to rates and fares (except 
differentials) shall be subject to appeal only to the Board of 
Control, Decisions and orders of the Managers shall be com- 
plied with until such appeals are decided. 


ARTICLE 6.—APPOINTMENT OF COMMISSIONERS, 


The managers may appoint not more than three Commis- 
sioners, and shal) define their powers and duties. 

ARTICLE 7,—RATES, FARES, CHARGES AND RULES, THEIR 
OBSERVANCE AND RELATION TO INTERSTATE ACT. 

Section 1. The duly published schedules of rates, fares and 
charges and the rules applicable thereto now in force and 
authorized by the companies parties hereto upon the traflic 
covered by this Agreement (and filed with the Interstate 
Commerce Commission as to such of said traftic as is Inter- 
state) are hereby reaftirmed by the companies composing the 
Association, and the companies party hereto shall within ten 
days after this Agreement becomes effective, file with the 
Managers copies of all such schedules of rates, fares and 
charges, and the rules applicable thereto, 

Sec. 2. The Managers shall from time to time recommend 
such changes in said rates, fares, charges, and rules as may 
be reasonable and just, and necessary for governing the 
traffic covered by this Agreement and for protecting the in- 
terests of the parties hereto therein, and the failure to observe 
such recommendations by any party hereto as and when 
made shall be deemed a violation of this Agreement. No 
company party hereto shall,through any of its officers or 
agents, deviate from or change the rates, fares, charges, 
or rules herein reaffirmed or so recommended by the Man- 
agers, except by a resolution of its Board. The action of such 
Board shall not affect the rates, fares, charges or rules disap- 
proved except to the extent of its interest therein over its 
own road. A copy of the resolution ef the Board of any com- 
pany party hereto authorizing any such change shall be imme- 
diately forwarded by the company making the same to the 
Managers, and such change shall not become effective until 
thirty days after the date o1 the receipt of such resolution by 
the Managers. The Managers, upon receiving such notice, 
shall act promptly upon the same for the protection of the 
parties hereto. 

Sec. 3. The powers conferred upon the Managers shail be 
so construed and exercised as not to permit violation of the 
Inter-State Commerce Act or any other law applicable to the 
premises or any provi-ion of the charters or the law applicable 
to any of the companies parties hereto, and the Managers 
shall co-operate with the Inter-State Commerce Commission 
to secure stability and uniformity in the rates, fares, charges 
and rules esvablished hereunder. 

ARTICLE 8.—PROPORTIONS OF COMPETITIVE TRAFFIC. 

The Managers are charged with the duty of securing to each 
company purty hereto equitable proportions of the competi- 
tive traflic covered by this Agreement. so far as can be legally 
done. 

ARTICLE 9.—RELATIONS TO NON-CONCURRING COMPANIES, 

DIVISIONS OF RATES AND FARKS. 
Section 1. The Managers shall decide and enforce the course 





which shall be pursued with connecting companies not parties 
to this Agreement which fail or decline to observe the rates, 
fares, charges and rules established under this Agreement. 
The interests of companies parties hereto injuriously affected 
by such action of the Managers shall, in such instances, be 
accorded reasonabie protection in so faras the Managers can 
legally do so. ; 

Sec. 2. When, in their judgment, necessary to the purposes 
of this Agreement, the Managers may determine the aivisions 
of rates and fares between connecting companies parties 
hereto, and between them and connections not parties hereto, 
keeping in view uniformity and the equities involved. 


ARTICLE 10.—LIMITATION OF POWERS OF FREIGHT LINES. 

It is recognized and agreed that economy in the operation of 
through co-operative and commission freight lines, and the 
limitation or termination of many of their existing powers and 
functions, are absolutely required, and the companies parties 
hereto will actively co-operate with the Managers, and so 
manage such lines as to accomplish such results. 

ARIICLE 11.—MANAGERS MAY ORGANIZE JOINT AGENCIES, 

The Managers shall have authority to organize such joint 
freight and passenger agencies as they may deem desirable, 
provided that it such joint agencies are established they shall 
be 80 arranged as will give proper representation to each com- 
pany party hereto. 


ARTIOLE 12.—-MANAGERS TO APPROVE CONTRACTING AGENCIES. 


No soliciting or contracting passenger or freight agency 
shall be maintained directly or indirectly by any of the com- 
panies parties hereto, or by any freight line in connection 
with the traffic covered by this Agreement, except with the 
approval of the Managers, and no person who is decided by 
the Managers to be objectionable shall be employed or con- 
tinued in such agency. 


ARTICLE 13.--MANAGERS SHAL), DEFINE DUTIES OF CONTRACT- 
ING AGENCIES. 

Section 1.—The Managers shall define the authority and du- 
ties of all persons acting as contracting and soliciting freight 
and passenger agents in relation to the traftic covered hereby, 
and, with due regard to the relative interests involved, they 
may determine the number of such persons to be employed. 
‘The parties hereto shall observe and enforce the orders of the 
managers from time to time issued in that behalf. 

Sec. 2. Such contracting and soliciting agents as the Man- 
agers appoint shall be carried upon the payrolls of the Asso- 
ciation, 

Sec. 3. The Grand Trunk Company may appoint soliciting 
agents to be located at such points in Canada as may be,neces- 
sary to meet the competition of Canadian lines, not parties 
hereto, but such persons shall in all respects be subject to the 
rules of the Managers. 

ARTICLE 14.—COMPLAINTS AND INVESTIGATIONS THEREOF. 

When in the judgment of the Managers their information or 
any complaint so warrants, the officials and employees of the 
companies parties hereto may be examined, and in such in- 
vestigation any or all officials or employees may be notified 
to attend, and any or all matters affecting directly or indi- 
rectly the traffic herein covered may be considered. 


ARTICLE 15.—REPORTS AND DATA TO BE FORNISHED. 


The companies parties hereto agree to furnish to the Mana- 
gers all reports, papers, and information relating to the uaftic 
covered hereby, which may be requested by them. 

ARTICLE 16.—FORFEITURES FOR VIOLATIONS OF AGREEMENT. 

For any action by any party hereto which, in the judgment 
of the Managers,constilutes a violation of this Agreement, the 
offending Company shall forfeit to the Association a sum to 
be determined by the Managers, not exceeding five thousand 
dollars, but where the gross receipts of the transaction in 

. Which this Agreement is violated shall exceed five thousand 
dollars, the offending party sball at the discretion of the Man- 
agers forfeit asum not exceeding such gross receipts. Such 


forfeitures shall be applied to the payment of the expenses of 
Ihe Association, except that the offending company shall not 
participate in such application of its own forfeiture. 





ARTICLE 17.—DEPOSITS, EXPENSE FUND, AND PROVISION FOR 
FORFEITOURES. 

Section 1. Upon the call of the Managers after this Agree- 
ment becomes effective, each company party hereto shall de- 
posit with them the sum of five thousand dollars, and in 
addition thereto, upon their like call, such further sums 
monthly, based upon the gross earnings of each company 
party hereto from the traffic covered hereby, as 
the Managers may decide to be necessary. 

Sec. 2.—Any forfeiture made by any company party hereto, 
under the rules, shall be taken from the sums contributed by 
such company, and charged in whole to its account. If its de- 
posit at the time, exclusive of its said original contribution of 
five thousand dollars, shall be insufficient, it shall pay to the 
Managers such deficiency within fifteen days after the for- 
feiture is finally adjudged. 

Sec. 3.—The balance of said deposits remaining at the expi- 
ration of this Agreement shall be divided between the com- 
panies then parties hereto in the ratio in which they have con- 
tributed, less the amounts forfeited. 

ARTICLE 18.—RETIREMENT FROM THE AGREEMENT. 

Any party reciring from this Agreement before the final com- 
pletion of the time herein fixed, except by unanimous consent 
of the parties hereto, shall not be entitled to any refund from 
the residue of deposits remaining at the close of this Agree- 
ment, but if any company fails to observe and overned b 
this Agreement, which fact shall be determined by the arbi- 
trators, and then fails to pay its forfeitures within 15 days 
after such decision of the arbitrators, then any other com- 
pany may withdraw from_this agreement upon giving 30 
days’ written notice to the Managers, and such company 80 
withdrawing shall be entitled te the residue of the funds it 
has contributed. 


ARTICLE 19.—BOARD OF ARBITRATION. 


Section 1. There shall bea permanent Board of Arbitra- 
tion consisting of three disinterested persons, to which ap- 
peals shall be made aa to all questions, including differentials, 
arising under this agreement, except the determinatien of 
rates and fares. 

Sec. 2. All differences between the parties hereto as to any 
lawful measure necessary to carry out the objects of The As- 
sociation, except as to rates and fares, shall be submitted to 
and be finally decided by the Arbitrators. z 

Sec. 3. Pending decisions of the Arbitrators, the decisions 
— orders of the Board of Yentrol and Managers shall pre- 
vail. 

Sec. 4, Hearings shall be had upon all questions arbitrated, 
under the rules established by the Arbitrators, and approved 
by the Board of Control, and the decision of the Arbitrators or 
of any two of them shall be final. 


ARTICLE 20.—AMENDMENTS. 

Amendments tothis agreement shall only be made by the 
unanimous vote of the parties hereto. ’ 
ARTICLE 21.—-WHEN AGREEMENT BECOMES EFFCTIVE AND ITS 

DURATION. 

Section 1. This agreement shall not be effective until it 
shall have been approved by the Boards of Directors of the 
several companies parties hereto, Certified copies of resolu- 
tions giving such approval shall be filed with the Managers. 

Sec. 2. This agreement shall take effect Jan. 1, 1896, and 
continue in existence for five years thereafter, subject to 90 
a notice by any company of its desire to retire 

erefrom. 





A Heavy Car Tenoner. 








The machine shown is the most recent addition to the 
long line of car shop tools made by the Egan Co., Cin- 
cinnati. It is designed for cutting single and double 
tenons on large timbers, and is especially adapted for 
the use of car and bridge builders; or wherever large 
single or double tenons are required. 

The main column isa heavy hollow casting, and as 


‘ 





tenons up to 12inches long, or with single heads up to 6 
inches, and when fitted with the upright spindle double 
tenons up to 4 inches. 

Suitable locking devices are arranged for keeping the 
slides which carry the mandrels from working out of 
line, and a separate slide, with an extra plate, is provided 
for adjusting the upper mandrel laterally. 

The upright mandrel, for cutting double tenons, runs 
in self-oiling boxes of ample size and length, and is so 
constructed that the head can be taken off when it is 
desired to cut single tenons. The machines are made 
with or without this upright mandrel. 








TECHNICAL. 





Manutacturing and Business. 
The Royersford (Pa.) Machine Co. is enlarging its plant 
by erecting a foundry for making heavy machine cast- 
ings. It will be 42 ft. x 65 ft., and of brick. 

The Ingersoll-Seargeant Rock Drill Co., which built 
large new works at Easton, Pa., a few years ago, now 
finds the capacity ot those works overtaxed, and an im- 
portant enlargement is being made. The new building 
will be 300 ft. long, and will be an extension of the main 
building, which will then be 700 ft. long. 

The Kalamazoo Railroad Velocipede '& Car Co. made 
some interesting shipments of light cars for export this 
week. The shipments included a No. 6 inspection veloci 
pede car to Russia; six new railroad “‘safties” and 25 No. 1 
steel velocipedes to Australia, and six No. 1892 steel 
velocipedes for 5-ft. 6-in. gage track to the Argentine 
Republic. 

Bryan & McKibbin, general agents for the Cooke 
Locomotive & Machine Co., Buckeye Malleable Iron & 
Coupler Co. A. Leschen Sons Wire Rope Co., and the 
Sligo Rolling Mills, have lately been appointed general 
agents for the Buffalo Scale Co. and for Roberts, Throp 
& Co. Their offices are in the Equitable Building, 120 
Broadway, New York City 

The Detroit Car Axle Lubricator Co., of Detroit, has 
been organized with a capital stock of $60,000; and 
Arthur W. Wright, Luther S. Trowbridge, W. M. 
Woolet, and others as incorporators. 

The Stillwell-Bierce & Smith-Vaile Company has de- 
clared a quarterly dividend of 2 per cent. on its preferred 
stock, payable Dec. 1. 

The Kelly & Jones Company, of Greensburg, Pa., has 
received an order from Angard Bay, South Africa, for 
an extensive consignment of brass and iron goods. This 
order was secured in competition with English manu- 
facturers. 

The Ensign Mfg. Co. has asecond order from the New 
York, New Haven & Hartford for a Russell snowplow. 
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; A Heavy Car-Tenoner. 


the extension supporting the bed is bolted to it on planed 
surfaces, the machine has ample floor space to insure 
steady running, and is heavy enough throughout to 
avoid vibration. 

The table, traveling on planed ways, is moved by a rack 
and pinion at each end, thus causing it to move parallel, 
and relieving the ways on which it slides of undue fric- 
tion. The friction cones driving the pinions are of large 
diameter, and so arranged that the table returns at 
about twice the speed at which it goes forward to the 
cut. The movement of the table is controlled by a lever, 
and the pressure applied governs its travel according to 
the width of tenon to be cut. 

The center support is adjustable for long or short 
stock; gage rods being furnished to regulate the length 
of the tenon, and suitable devices for holding the stock 
in position while being cut. 

The steel mandrels, of large diameter, run in long, self- 
oiling boxes, with the pulleys placed between them, and 
have a belt tightener provided for giving the cutter 
heads ample power when making a heavy cut. 

Timbers up to 14 inches square can be worked on the 
machine, which when fitted with double heads, will cut 





New Stations and Shops. 


The new railroad shops to be built at Alexandria, Va., 
by the Southern Railway, though tobe used for repair 
work only, will be on a much larger scale than was at 
first contemplated and announced. The plans were 
drawn last week and this week the details will be ready 
for estimates. There will be seven new buildings, viz., 
a round house to accommodate 25 locomotives, a 100 ft. x 
160 ft. repair shop, a 90 ft. x 60 ft. car shop, a 90 ft. x 
160 ft. wood-working shop, a 90 ft. x 160 ft. boiler shop, 
a store house 40 ft. x 240 ft., and a machine shop 90 ft. x 
160 ft. These buildings will all have steel frames and 
will be covered with galvanized iron. It is the intention 
to begin work on them at once and complete them as 
early as possible. 


The City Council of Mankato, Minn., have adopted the 
ordinance granting the Chicago, St. Paul, Minneapolis & 
Omaha right of way over certain of the streets and 
public lands of the city for its new entrance into Man- 
kato. This new line is to be built in connection with 
important improvements at Mankato, including the 
construction of the new Union station for that road and 
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the Chicago & Northwestern, the entire cost of the 
proposed improvements being placed at $362,000. 


The citizens of Dublin, Tex., have offered to give the 
Texas Central land for shops of the company at that 
city, and a'so $25,000 toward the cost of erecting the 
buildings. 

The new roundhouse and machine shops of the Atchi- 
son, Topeka & Santa Fe at Arkansas City, Kan., are 
now completed. They take the place of shops destroyed 
by fire iast July, but the buildings have been rebuilt on 
a much larger scale. The new roundhouse has 13 stalls 
and the new machine shop is 60 ft. x 120 ft., and is sup- 
plied with modern machinery. 

The Western Maryland is to build a new station on 
North George street, in York, Pa. The building will be 
35 ft. x 100 ft., with a train shed 200 ft.in length. It 
will be constructed of brick and iron, with terra cotta 
and granite trimming. 

The Pennsylvania Steel Company is erecting a heavy 
steel framed pier shed and warehouse at Pier 4, Boston, 
Mass., for the New England road, some description of 
which appeared in these columns on May 17 last. 


The Louisville, Evansville & St. Louis is to build new 
shops at Princeton, Ind., and the contracts for the build- 
ings have already been given out. Work isto begin at 
once on the main building, which will be 80 ft. x 300 ft. 
These will be the main shops of the company and will 
be equipped with modern machinery. It is intended to 
build freight cars at the shops as well as undertaking 
general repair work. 

Iron and Steel. 
Press reports say that one of the largest contracts for 
structural steel awarded in the Southwest this season 
has just been secured by the Carnegie Steel Company. 
The order calls for 500 tons of beams and angles for the 
big tobacco manufacturers’ plant to be builtin St. Louis 
by Liggett & Myers. 

It is anitem of some importance that the Maryland 
Steel Company has started up one of its furnaces. It is 
nearly two years since this, one of the newest and largest 
of the steel plants in the country—perhaps the most com- 
pletely equipped of all the steel plants in the country— 
shut down. It has resumed operations with a very 
small force, but Baltimore dispatches predict that in a 
few weeks all parts of it will be in operation. The de- 
pression in trade and the fall in the price of Lake 
Superior ore were too much for this concern, then very 
pags | completed, which was designed to run on foreign 
ores. great revival in the demand for iron and steel 
and a substantial advance in the price of ore have occa- 
sioned_ contracts for a considerable quantity of steel to 
be made from imported ore and to be delivered next year. 
Of this the Maryland Steel Company gets a good share. 
It is an offshoot of the Pennsylvania Steel Company, 
which, it is semi-officially stated, is crowded with large 
orders and will transfer some heavy contracts for steel 
rails to the establishment at Sparrow’s Pint, near 
Baltimore, where everything from pig iron to an ocean 
steamship, es and ready to go into commission, 
can be produced. That this new plant is starting up 
when prices have receded somewhat, and the evidences of 
a boom in the iron and steel business are less pronounced 
than they were a few months ago, is the more significant 
of continued activity in the great industry.—New York 
Journal of Commerce. 

Brooklyn bridge. 
The Trustees of the New York & Brooklyn Bridge met 
Nov 18, to decide whether the Brooklyn Heights electric 
road should be allowed the use of the plaza at the 
Brooklyn end of the bridge, for its tracks. The ques- 
tion was postponed for two weeks. 

The contract for lighting the New York terminal was 
awarded to Laight & Williams for $10,249. The Execu- 
tive Committee recommended that the offers made by 
the Westinghouse and the General Electric companies, 
each to equip a train for a 30-day test of electrical service 
for the bridge cars, be accepted. 

Hall Signals on the Lehigh Valley. 
The Lehigh Valley Railroad, which has had Hall auto- 
matic electric block signals in use on several miles of its 
road for anumber of years, has given an order for the im- 
mediate equipment of the line from Easton to Mauch 
Chunk, 46 miles, with these signals. The line, double 
track, is an important section of the mainline. There 
will be about 200 signals in all, each block section being 
provided with both a home and a distant signal. 
‘The Iron and Steel Market. 
The demand for pig iron is considerably below the 
present supply, which is being increased at the rate of 
about 950,000 tons a month. The demand is probably 
lower than it would be were consumers not waiting 
for still lower prices. It seems probable that unless 
increased consumption compels more active buying 
over-production will result in a still further decline. 
At present the amount in stock, however, is about 
400,000, or 150,000 tons less than on July 1. 

According to the Iron Agethe rails shipped during the 
year, to Nov. 1, aggregate about 925,000 tons. The 
total yearly output, which includes all kinds of steel 
and iron rails, was, for 1894, 1,021,772; for 1893, 1,136,458, 
and for 1892, 1,551,844 tons. It seems hardly likely 
that the 1895 production will reach the lowest of 
these figures. 

Road Carriage Competition. 
We have before now mentioned the tact that The En- 
gineer (Norfolk Street, W. C., London) has offered prizes 
aggregating 1,000 guineas for mechanically propelled 
vehicles to be run on common roads. The last issue re- 


ceived of that journal gives some particulars not hither- 
to published. The judges are to be Sir Frederick Bram- 
well, Mr. J. A. F. Aspinall, Chief Mechanical Engineer 
of the Lancashire & Yorkshire Railway, and Dr. John 
Hopkinson. The vehicles will be divided into four 


classes, each of which is to receive a prize. The first 
class is vehicles to carry four or more persons to weigh 
not more than two tons loaded. The second class is 
vehicles to carry one, two or three persons, the weight 
not to exceed more than one ton loaded. The third class 
is for vehicles to carry one ton of goods or parcels, the 
weight, loaded, not to exceed twotons. The fourth class 
is to carry 5 ewt. or less of goods or parcels, and to weigh 
not to exceed one ton. The judges have power to divide 
any prize in case of vehicles proving of equal merit. 

Any method of propulsion other than muscular power 
may be employed, provided that it is contained in the 
vehicle. Nooilor other liquid used in the engine shall 
have a lower specific gravity than 0.8 or a lower flashing 
point than 73 degrees Fahr. 

The trials will consist of a run of not less than 100 
miles out and 100 miles back, and other runs may be 
demanded if necessary. Any higher speed than 10 miles 
ap hour will not count to the credit of the vehicle mak- 
ing it. Any maker, seller or inventor of a mechanically 
propelled vehicle may enter the competition, but no 
vehicle shall be entered by more than one individual. 
Partnerships or corporations making or selling, or joint 
inventors, will be regarded, for the purpose of this com- 
petition, as an individual. The limit of weight, two 
tons, is that fixed in the bill brought before the last 
Parliament. The competition can hardly take place 
before October, 1896. 

Deep Waterways Commission. 

We gave Nov. 8, p. 744, the names of the commissioners 
appointed by President Cleveland to report on deep 
waterways from the lakes to the sea. The Canadian Gov- 
ernment has appointed T. C. Keefer, Past President Am. 
Soc. C. E.; Thomas Munroe and O. A. Howland of To- 
ronto to co-operate with the United States commission- 
ers. 

New Steamers for the Hamburg- {merican Line. 
The Hamburg-American Line, we are informed, has 
contracted for six new steamers for their service between 
Hamburg and Boston, Philadelphia and Baltimore. 
These steamers are each of about 7,000 tons capacity. 
All six of these vessels will be constructed in England. 
Three of them will be built by the Palmer Shipbuilding 
& Iron Co., on the Tyne. The contractors for the re- 
maining vessels we do not at present know. 

Another vessel now being built for this company is the 
20,000-ton steamer Pennsylvania. This vessel will be 560 
ft. long, 62 ft. wide and 42 ft. deep. She is being con- 
structed by Harland & Wolff, of Belfast. When this 
vessel takes her place on the New York route the Dania 
will be withdrawn. This will give the New York service 
six vessels, allowing one to sail each week. The Penn_ 
sylvania will accommodate about 200 cabin and 1,500 
steerage passengers. 

It is said that when the six new vessels contracted for 
go into service some of the older boats now engaged in 
the Baltimore and Philadelphia service will be with- 
drawn and disposed of. 

THE SCRAP HEAP. 








Notes, 

It is announced in the newspapers that the Grand 
Trunk Railwey has adopted the block system to be put 
into use throughout the entire line. 

The Superintendent of the United States Mail Service 
has arranged for postal cars on fast trains between Buf- 
falo and Detroit, through Canada, by the Michigan 
Central. 

The Lehigh Valley, which has had to transport water 
in tank cars long distances this summer, has let the con- 
tract tor the construction of a large additional reservoir 
at Delano, Pa. 

The General Manager of the Kings County Elevated 
Railroad, Brooklyn, N. Y., saysthat on Jan. 1 the com- 
pany will restore the 10 per cent. which was taken off 
the employees’ wages two years ago. 

Texas papers report that 15 station agents and a num- 
ber of conductors have been discharged by the St. Louis 
& San Francisco for defrauding the road in the trans- 
portation of freight and the collection of bills. 

W.H. Clune and others, strikers who were convicted 
of conspiracy in California in 1894, appealed their case to 
the Supreme Court of the United States, but that 
tribunal has confirmed the sentence of Judge Ross, 
which was imprisonment for 18 months. 

At Van Cortlandt Park, a station on the New York 





Central in New York City, last week, a fire in a car shed 
destroyed several freight cars and a new car with an 
electric motor, on which experiments, conducted with 
great secrecy, have been going on for several months. 


The Union Pacific has notified its employees that after 
Jan. 12 they will have to pay tariff freight rates on coal 
for their personal use. The reporters seem to assume 
that the company intends to wholly withdraw the long- 
existing privilege of reduced rates; but it looks to us 
more like a move to hurry up shipments, so as to get 
them out of the way early in the season. 

Near Morrisville, Pa., on the night of Nov. 15, the 
Adams Express train of the Pennsylvania road was 
stopped by a robber, who had hidden in one of the cars, 
and the papers reported a **hold-up;’ but the story has 
been boiled down to rather tame proportions, It appears 
that a tramp had hidden in one of the cars and that he 
stole chiefly oysters and cigars. 

The New York & Sea Beach Railroad Company, on 
whose tracks occurred the serious collision of Sept. 2, 
killing or injuring 60 passengers, has been notified of 





lawsuits for damages aggregating nearly $1,100,000. Tbe 
company has a capital of only $500,000, and has gross 
earnings of only $85,000 a year, and it has not yet settled 
any of the claims growing out of this collision. 
The New York Dock Board has set apart the piers at 
West Fifty-second street and West Fifty-fourth street, 
North River, and the space between them for the sole 
use of canal boats, this regulation to go into effect next 
spring. Hitherto canal boats have landed mostly on the 
east side of the city in the vicinity of Coenties slip, and 
the new station is provided to avoid the inconvenience 
to passenger and other boats caused by the towing of 
large numbers of vanal boats around the Battery. 
At Altoona, Pa., recently, Henry Cresswell, a yard 
conductor, boarded a runaway engine, which was moving 
at about 25 miles an hour, and stopped it in season to 
prevent a wreck, although he was dragged violently for 
a considerable distance before he wasable to pull himself 
into the cab. General Superintendent Sheppard sent 
him a complimentary letter with a check for $50. The 
engine had escaped several miles up the hill while the 
engineman and fireman were off looking at a wreck. 
According to a St. Louis paper the railroads centering 
in that city have agreed to prohibit the sale of intoxicat- 
ing liquors on local excursion trains. It appears that on 
some of the roads summer excursions have been run, of 
late years, in which the baggage car was the most inter- 
esting part of the train to some of the passengers, a var 
set up by the picnickers dispensing liquors of all sorts. 
As might naturally be expected, the conductor often 
found the outward trip nearly as exciting as the home- 
ward trip is on ordinary picnic excursions. 


The State Railroad Commissioners of New York have 
denied the application of the Long Island Railroad Co., 
for a certificate that the public convenience and neces- 
sity require the construction of the company’s proposed 
road in the Adirondack region. The Commissioners, in 
deciding that there is no proof of the necessity of the 
road, state that ‘‘the fact that a prior application which 
has been granted has not been followed by construction 
leaves the Board in doubt as to whether the actual char- 
acter of the successive applications has been disclosed. 
The suppression of all mention or suggestion of the 
second application until after the first was granted does 
not commend itself as a method of approaching this 
Board or any medium through which the State grants 
privileges or powers.”’ 

Union Elevated Loop, Chicago. 

On Thursday, Nov. 24, a decision was given by the 
Appellate Court in Chicago, concerning the injunction 
obtained by several property owners along Wabash 
avenue, restraining the Union Elevated Loop Company 
from erecting their superstructure in front cf the build- 
ings owned by these persons. Mention of these suits 
was made in the Railroad Gazette of Nov. 8. The de- 
cision was that the Circuit Court was ordered to dis 
solve the injunction, and the property owners were noti- 
fied that their only remedy is by a suit at law. The sole 
point decided was concerning the right of abutting 
property owners to enjoin the erection of an elevatec 
railroad in a street, and the decision of the Appellate 
Court was that the property owner has no such right; 
no one having a right to enjoin such work but the pub- 
lic through the medium of the Attorney-General. If 
—— property is injured, the only redress is by a 
suit at law for damages. The question whether the 
ordinance was invalidated by the purchase of consents 
did not come up in considering the dissolution of the 
temporary injunction. ; . 

As soon as the injunction was dissolved the Union 
Elevated Loop Company began putting in foundations 
and it is very unlikely that they will be prevented from 
completing the work. The southern portion of the loop, 
from Wabash avenue to Fifth avenue, has not yet been 
decided on. The Elevated Company wishes to build on 
Van Buren street, but a strong opposition has been de- 
veloped among the property owners on this street. As 
this has been the case, however, on Wabash avenue 
where the Elevated Company has now successfully ob- 
tained right of way, it is most likely that they will obtain 
an ordinance to build on Van Buren street if they wish. 


Lake Notes. 

Lake freights from the head of Lake Superior are still 
$2 on ore to Lake Frie and six cents on wheat, so that all 
the tonnage is in the wheat trade. From Escanaba ore 
rates are lower, being $110 to Lake Erie, so that some 
charters are being made. The last shipments of ore will 
be made from Ashland Nov 25, with a total for the sea- 
son of about 2,400,(00 tons, and from Two Harbors the 
season will end Dec. 1, with 2,100,000 tons. Duluth ship- 
ments are restricted to one mine, which will be active 
till December, and the total shipments of the port are 
about 2,000,000 tons. It is notable, as showing the care- 
lessness with which Custom House statistics are made 
up, and the utter uselessness of government figures, that 
these two ports show by the {Custom Houses less than 
3,100,000 tons shipments. 

All lake dry docks from Buffalo to Duluth will be 
busier the coming season than for years. So high have 
been freights of late that the most rapid and temporary 
repairs have been made in cases of damage, and the low 
water has oecasioned so many groundings that a great 
number of steamers will have to be overhauled. 


The Union Pacific Telegraph Suit. 

The long-pending case of the United States against the 
Union Pacific Railway and the Western Union Tele- 
graph was settled at Washington, Nov. 18, by the unani- 
mous decision of the Supreme Court, announced by Mr. 
Justice Harlan. The decision declares that Congress 
has the right to add to, amend or alter the acts of 1862-64 
anting aid in bonds and land to the railrcad company. 
y this decision the Supreme Court reverses the decree 
of the Court of Appeals and affirms that of Judge 
Brewer. Justice Brewer took no part in the considera- 
tion of the case before the Supreme Court. In his 
opinion Mr. Justice Harlan said, in rerefence to 
the object and scope of the Pacific Railroad acts, 
that the first 18 sections of the acts of 
1862-64 are wholly inconsistent “with the idea 
that the Union Pacific Railroad Company could have ful- 
filled its obligations to the Government by simply con- 
structing a railroad, without making any provision 
whatever for the construction or operation of a tele- 
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graph line, thereby leaving all communication by tele- 
graph along its route to the absolute control of private 
corporations deriving no authority from the national 
“ebgpen riaeees and whose operations would not ordinarily 
»e subjected to national supervision. The opinion 
further hoids that since the passage of the act: of 1866 no 
telegraph company can, by contract with a railroad com- 
pany, operating one of the post roads of the United States 
over which interstate commerce is conducted, acquirean 
exclusive right to such railroads for ar purposes, 
andthe contracts between the Union Pacific and the 
Western Union, by which the latter was given the sole 
right to maintain its telegraph lines on the right of way 
of the road, are null and void. Any telegraph company 
which accepted the terms of the Act of 1886 has the right 
to place its poles on any postal route of the United 
States provided it does not interfere with the railroad 
company in the operation of itsroad. The Union Pacific 
Company, under the terms of the decision, must under- 
take the management of its own telegraph line along 
the route of its railroad. 

In the other suit the case of the United States against 
the Union Pacific and Western Union, the decision 
was against the Government. In this case, in 1888, the 
Government sued to recover $12,495 paid for the trans- 
mission of telegrams over the Union Pacific wires oper- 
ated by the Western Union, which, by the act of 1878, 
should have been retained by the Government and ap- 
plied in part to the interest account of the railroad com 
pany with the United States and in part to the sinking 
fund. The court below found for the defendant compa- 
nies on the ground that there was no way to determine 
whether or not the messages were sent over the wires 
owned by the railroad company or over those of the 
telegraph company, and that the Government had never 
asked or required that the accounts be kept so as to 
show this. This judgment the Supreme Court affirmed. 








LOCOMOTIVE BUILDING. 


The Pittsburgh, Fort Wayne & Chicago completed a 
new heavy class ‘‘R”’ freight engine at the Fort Wayne 
shops last week, this engine being the seventh of that 
class built at the Fort Wayne shops within a year. 

The Ohio River road has placed an order with the 
~rooks Locomotive Works, of Dunkirk, N. Y., for two 
freight locomotives to be delivered as soon as possible. 
Although the Ohio River road has largely increased its 
eguipment during the p°st year, it is still far behind in 
capacity to handle the freight offered. This is partly 
due to the low water in the Ohio River, which has been 
clos:d to navigation 10 months ofthe past year, throw- 
ing much business to the railroad, and to the rapid 
development of the oil fields along the line. 











CAR BUILDING. 


The Ensign Mfg. Co. has an order from the Chesa- 
eake & Ohio, for 100 plain bottom gondola coal cars, 34 
t. in length, of 30 tons capacity. 

The South Baltimore Car Works, at Curtis Bay, are 
building 50 coal cars for the firm of Black, Sheridan & 
Wilson, to be used on the Baltimore & Ohio. 

Receiver R. B. F. Pierce, of the Toledo, St. Louis & 
Kansas City road, hasapplied to the courts for authority 
to purchase 500 new coal cars which are needed to handle 
the growing coal business of the company. 

The South Baltimore Car Works has just completed an 
order for 50 hopper coal cars for the Merchants’ Coal Co., 
of Baltimore. These cars will be used in service along 
with the Baltimore & Ohio. They are equipped with air 
brakes and automatic couplers. 

The Norfolk & Western last week placed with the En- 
sign Car & Manufacturing Co., of Huntington, W. Va., 
an order for 500 new box cars, to be completed and de- 
livered as soon as possible. There has been a big revival 
of business on the Norfolk & Western the past three 
months, especially in coal and coke. 

The Seaboard Air Line is not to build 1,000 freight cars, 
as has been frequently stated for some time past, nor 
will it build anything like that number. The company 
may shortly order additional box cars and it may not. 
The number to be built will be small in any event, and 
it is not unlikely that if new cars are ordered, they will 
be built at the company’s own shops. 











BRIDGE BUILDING. 


Abbeyville, La.—The contract to build the street 
bridge across the Vermilion River, at Abbeyville, has 
been awarded to the Pennsylvania Bridge Company, 
of Beaver Falls, Pa., represented by Messrs. EK. P. 
Alsbury & Son, of Houston, Tex,, their bid being $10,550. 
There were 11 bids in all, as follows: The Ohio Bridge 
Company, Toledo, O., $12,530; New Columbus Bridge 
Company, Columbus, O., $11,263; Variety ‘ron Works, 
Cleveland, O., $10,999; Rapid Bridge Company, Cincin 
nati, O., $10,025; George C. King Bridge Company, Des 
Moines, Ia., $11,018; Toledo Bridge Company, aoleds. JE 
$10,900; King Iron Bridge Company, Cleveland, O., $10,- 
900; Gillette-Herzog Manufacturing Company, Minneap- 
olis, Minn., $10,850; Virginia Bridge Company, Roanoke, 
Va., $11,000; Converse Bridge Company, Chattanooga, 
Tenn., $11,300: Pennsylvania Bridge Company, Beaver 
Falls, Pa., $10,550. This bridge is to have a 170-ft. span, 
an 18-ft. wagon way and a 4-ft. passenger walk on both 
sides of the bridge. It will not be constructed before 
spring, but the contracts will be signed immediately. 


Alexandra, 8. ).—On Nov. 5 bids were opened by E. 
I. Gregory, County Auditor, for a bridge across Jim 
River. The contract was awarded to George C. Wise & 
fog Council Bluffs, Ia., for a steel structure to cost 

800, 


Atchison, Topeka & Santa Fe.—This company has 
made a contract with the Edge Moor Bridge Works for 
a 300-ft. bridge across the Canadian River near Purcell, 
I. T. The bridge company has the contract for both the 
substructure and the superstructure. The contractors 
have until the end of March, 1896, to complete the work. 


Baltimore, Md.—The drawbridge recently built by 
J. M. Douglass & Co., over Bear Creek, on Weis avenue, 
has been completed, and the Commissioners have ac- 
cepted it. It was opened to travel last week. 

Boise City, Idaho.—Bids have been received at this 
place by Charles Stingsley, Clerk of the Boare of County 
Commissioners, for a bridge over the Boise River. 





Boston, Mass.—The Poston Bridge Works recently 
purchased in Aachen, Germany, three hundred tons of 
steel 1 beams for floor beams in the Cottage Row Bridge 
for which they have the contract with the city. 


Bound Brook, N. J.—Anoverhead highway crossing 
of the Lehigh Valley Railroad is being built in the form 
of a steel lattice girder bridge, the contractors for which 
are the Elmira Bridge Company. 


Buffalo, N. Y.—A plate girder bridge onrvsing Niag- 
ara street across the Hamburg Canal is being con- 
structed by the Buffalo Bridge and Iron Works. It 
weighs about one hundred tons. 

The Niagara Elevator rms ned has contracted with 
the Buffalo Bridge and Iron orks for a small draw- 
bridge across the tracks of the N. Y.,L. E. & W. and the 
Ohio Basin. C. W. Buchholz is consulting engineer. 


Central of New Jersey.—J. S. Deans, Chief En- 
ineer, Phoenix BridgeCo , writes: ‘‘ The Phoenix Bridge 
o. has received the contract for the high trestle on the 
Central Railroad of New Jersey, over the Little Schuyl- 
kill River, in the Schuylkill coal regions of Pennsyl- 
vania. This viaduct is over 175 ft. high and 1,000 ft. 
long, and when completed will be one of the largest and 
heaviest railroad structures in Pennsylvania.” i 


Central Railroad of Georgia.—Contracts have re- 
cently been placed with the Edge Moor Bridge Works, 
Wilmington, Del., for single track steel bridges as fol- 
lows: Chattahoochee River, six deck, Pratt trussspans, 
three spans 147 ft. long, c. toc. of end pias, one 149 ft., 
one 116 ft. and one 102 ft. Flint River, two through 
Pratt truss spans, each 113 ft. 9 in. long. Baker’s Creek, 
one through Pratt truss span, 144 ft.6 in. long. Fishing 
Creek, two deck Pratt truss spans, each 129 ft. long. 
— Creek, one deck Pratt truss span, 150 ft. 6 in. 

ong. 

These bridge works recently a a second crossing 
of the Flint River of two through Pratt truss spans, 112 
ft. 9in. long each, the erection of which has just been 
completed. R. W. Hildreth & Co., of New York, are 
employed as consulting and inspecting engineers. 


Cleveland, O.—We noted last week that President 
Callaway, of the Nickel Plate road, had been notified by 
Mayor’s Secretary McClure to construct the bridge over 
the tracks of the above road at Willson avenue. Mr. 
Callaway has replied to the effect that his company is 
willing to build such a bridge as will conform fairly to 
the requirements of the ordinance of April 1, 1882, grant- 
ing the right of way through thecity. That ordinance 
provides that the railroad shall, when so ordered, at its 
own cost, build and maintain a bridge over its tracks 
for the safe passage of vehicles and foot passengers. 
This should be, Mr. Callaway thinks, a bridge of wood, 
say 50 ft. wide, having approaches with a grade of 6ft. in 
100, to be replaced whenever eager! by steel or iron. 
Such a bridge will, it is thought, fully meet the public 
need. The city desiresa much larger and more expen- 
sive structure of steel. 


Delaware, ©.—The contract for the new steel bridge 
over the Olentangy River, which we noticed in these 
columns some weeks ago, has been awarded to the Belle- 
fontaine Bridge & Iron Co., of Bellefontaine, O., their 
bid being $4,250. 


Easton. Pa.—The Union Bridge Co. has secured the 
contract for the Lehigh Valley bridge at this place, to 
connect that road with the Easton & Northern. 


Grand Junction, Colo.—Press reports say that the 
Board of County Commissioners have added 11g mills 
to the levy to strengthen the road fund, with the 
view of raising enough money to insure the building of 
the highway bridge at the Narrows, over Dry Creek, 
for which purpose the last Legislature appropriated 
$7,500. This additional levy will bring in about $3,000. 


Hartford, Conn.—The Pennsylvania Steel Co. has re- 
cently completed an overhead crossing of the Consoli- 
dated and New England railroads at Park street. 


Little Falls, N. Y.—The following bids were received 
for a bridge and abutments at terman street on Nov. 12, 
Rochester Bridge & Iron Works, $7,446.40; Havana 
Bridge Works, Montour Falls, N. Y., $8,609.75. 


Long Prairie, Minn.—The contract for the 55-ft. 
combination bridge at this place has been let to the 
Milwaukee Bridge & Iron Works, of Milwaukee, Wis. 


Los Angeles, Cal.—C. S. Compton, City Engineer, 
writes: ‘‘ The construction of a bridge across the Los 
Angeles River has been under contemplation and I have 
reported to the Council in regard to the plans and prob- 
able cost, but in my opinion it will not be constructed 
at present owing to other improvements now under way 
of greater necessity and requiring the use of the avail- 
able city funds.”’ 


Marietta, Ohio.—The charter secured some time ago 
by the Marietta Bridge Co., fora steel engi bridge 
over the Ohio River, from Marietta, Ohio, to Williams- 
town, W. Va., has not been acted upon until recently, 
when an ordnance was passed by the city council of 
Marietta, granting the bridge company the right to con- 
struct landings and approaches inthe city. The proposed 
bridge is to land at Third street, and will have a steel 
viaduct approach. J. H. Baker, representing the bridge 
company, announces that the company has secured the 
rights of way needed, and is ready to begin active 
operations, 


Middletown, Pa.—The contract for the repairs and 
improvements on the aqueduct bridge at this place has 
been awarded to Nelson & Buchanan, of Chambers- 
burgh, Pa. Their price for the work was $4,989. 


Milwaukee, Wis.—A petition has been presented to 
the City Council of this place advocating the building of 
a bridge over the Menominee Valley at Twenty-seventh 
street. It is estimated that the structure will cost about 
$150,000. 


Morgan County, Ill.—Frank J. Heinl, County Clerk 
of Morgan County, writes that H. Vortman has secured 
the contract for the wooden bridge near Chapin, IIl., 
bids for which were opened on Nov. 7%, and that John 
Monroe has secured the contract for the bridge near 
Markham, f3r which bids were opened on Nov. 9. 


Newark, N. J.—The question of the construction of 
a bridge from Fourth street, Harrison, over the Passaic 
River to Madison street, Newark, which it was esti- 
mated would cost about $110,000, was voted upon by the 
citizens of Hudson and Essex counties on Nov. 5, and 
the scheme was defeated. 


New Haven, Conn.—The City Engineer of_this place 
has prepared plans for a drawbridge over the Quinnipiac 
River at Grand avenue. The structure, it is estimated, 
will cost about $50,000. 


New Orleans, La.—Proposals for constructing a 
bridge at Carrollton avenue have been received by C. R. 
Kennedy, City Comptroller. The lowest bid was $18,400, 
by John MeNally, of New Orleans. We have not as yet 
received news of the award of the contract. 


New York.—The New York Supreme Court, General 
Term (Judges O’Brien and Parker), decided last week 
that the New York & Long Island Bridge Co. has no 
railroads 


right under its charter to construct cern 4 
e applica- 


on the New York side. The decision was on t 





tion of the Bridde Company for condemnation of property 


at Third avenue and Sixty-fourth street. The plans for 
approaches to the bridge include a line westward to the 
New York Central, at Fourth (Park) avenue. The defect 
in the legislative act, under which the Bridge Company 
attempted to condemn real estate, lay in the fact that its 
title did not sufficiently describe its purposes. The con- 
stitution, section 16, article 3, provides that no private or 
local bill shall embrace more than one subject, and that 
subject shall be expressed in the title. is provision 
was not complied with. 

The New York and New Jersey Bridge Compan 
met at 214 Broadway recently and elected the fol- 
lowing Board of Directors: Gen. James S. Clarkson, 
Des Moines, Ia.; John S. Runnells, Chicago, Ill.; Will- 
iam J. Latta, Philadelphia; the Hon. Daniel N. Lock- 
wood, Buffalo, N. Y ; Louis Windmuller, New_York; 
Frederick Potter, Potter Building, New York; Charles 
A. Smylie, New York; William Bell, New York; Will- 
iam H. Ely, New York; Lorenzo Duncan, Brooklyn; 
John Loughran, President of the Manufacturers’ Bank, 
Brooklyn; Charles H. Swan, Brooklyn, and John C. 
Adams, Newburg, N. Y. r.C. H. Swan, Secretary of 
the Commission, said: ‘‘When we have secured the con- 
sent of the Sinking Fund Commissioners for the ap- 
proaches to the bridge in this city we look for prompt 
action on the part of the War Department in the matter 
of location of the bridge, and when that is accom- 
plished we shall be in a position to finance the project.” 

The Commissioners cf the new East River bridge 
held a meeting on Nov. 19. Mr. Salem H. Wales, 
in behalf of the special committee, appointed to advise 
as to the width of the new structure, reported in 
favor of an extreme width of 118 ft’, which would give 
room for two footways, two carriageways, and either 
four or six railroad tracks. Chief Engineer Buck sub- 
mitted estimates of the cost of running four and six 
tracks over the bridge, and the matter was referred to 
the Executive Committee, who will investigate and sug- 
gest the adoption of the best plan. 


New York, Lake Erie & Western.—tThe effect of 
the recent reorganization and the liberal provisions for 
repairs and renewals is shown in the matter of contracts 
for steel bridges recently placed. Previous to the reor- 
ganization this company arranged with the Passaic Rol- 
ling Mill Co. for the construction of Bridge No. 2, Dela- 
ware Division, across the Passaic River, which is now 
being erected. It consists of four double track Pratt 
truss spans, one 164 ft. 6 in. long, and three 153 ft. 9 in. 
each. The total weight is 1,300 tons. ‘The recent con- 
tracts mentioned above are with the Elmira Bridge Co., 
as follows: 

Rochester Division, No 7, two pin connected through 
spans, single track, 182 ft. long each; No. 8, three deck, 

ate girder spans, single track, 87 ft. 5in. long each ; 
Ko. 11, one plate girder span, single track, 65 ft. long. 

Eastern Division, No. 3, at Berry Creek, designed for 
a four track plate girder bridge, two tracks to be 
built at present, consisting of a lift draw span with 25 
ft. opening, and two deck spans 48 ft long each. 

Susquehanna Division, No. 68, a double track deck 
plate girder bridge of four spans, each 48 ft. long. 

Western Division, No. 5, single track, through plate 
girder span, 65 ft. long; No. 15, single track, deck plate 
girder bridge of two spans each, 107 ft. loug. 

Mahoning Division, No. 3, at Scranton avenue, Cleve- 
land, O., single track, through, plate girder span, 112 ft. 
long; No. 23, two through pin-connected spans, 133 ft. 
long each, single track. 

Delaware Division, No. 29, single track, deck, plate 
girder span, 88 ft. long. 

Buffalo Division, No. 3, Falls Branch, single track, 
through, plate girder span, 92 ft. long. 

The Elmira Bridge Co. has sublet about half of the 
above steel work to the Union Bridge Co. Additional 
contracts will be placed during the winter. 


Oakland, Cal.—On Oct. 31 it was decided by the 
Street Committee to recommend an ordinance to repair 
the bridge at Eighth street at a cost of $13,000, of which 
$9,000 is to be paid by the city and the balance by the 
street railroad and the Contra Costa Water Co. 


Palm Beach, Fla.—The bridge over Lake Worth, 
erected by the Florida East Coast Railway Co. has been 
completed. 


Parkersburz, W. Va.—Tbe Little Kanawha River 
Bridge Co. has been organized to build a wire suspen- 
sion bridge across the Little Kanawha River, from 
Parkersburg, to the south side of the river. The. bridge 
is estimated to cost about $15,000. The incorporators are 
William Bentley and William Kirk, of Parkersburg. 


Philadelphia, Pa.—The opening of Twenty-third 
street north from Girard avenue to Oxford street, to 
convert the former thoroughfare into a boulevard north 
from the Girard avenue bridge to the park entrance at 
Strawberry Mansion, involves the construction of two 
heavy bndges to carry the driveway across the tracks of 
the Reading and the Pennsylvania railroads and the 
raising of the new street 40 ft. above the present land 
level in order to overcome grades. The bridge over the 
Reading tracks is in two spans of 120 ft. and 105 ft. re- 
spectively, with an intermediate pier. The abutments 
for this bridge are now being built. Owing to the 
width of the bridge and its height, these abutments are 
very large pieces of work. The abutments for the bridge 
crossing the Pennsylvania are practically completed. 
This bridge will be 190 ft. long in one main span of 123 
ft. and two shorter spans. The entire amount of stone 
estimated as necessary for the abutments for these two 
bridges is about 45,000 tons, of which 15,000 will be used 
in the single abutment for the Reading — now 
being constructed. These bridges will all be deck plate 
girders. 

Citizens of the Twenty-seventh Ward held a meeting 
recently for the purpose of urging upon the_ City 
Coun ake the necessity of placing a bridge over the Phila- 
delphia, Wilmington & Baltimore Railroad at Seventy- 
first street. A committee was appointed to present the 
claims = the neighborhood to the Finance Committee of 
Councils. 


Pittsburgh, Pa.—A board of viewers ‘has been ap- 
pointed to examine into the safety of the Tenth street 
bridge. The testimony of a number of engineers goes to 
show that the bridge. which is of wood, could be put in 
good repair for about $22,000, and that a new steel struc- 
ture could be built for about $55,000. 


Plymouth County, lowa.—Press reports say that the 
Supervisors of Plymouth County, Iowa, and Union 
County, South Dakota, have decided to erect a steel 
bridge across the Big Sioux River, at Belle Vista Ranch. 


Rapid River, Mich.—Bids will be received until Dec. 
10 for an iron bridge at this place. 


San Francisco, Cal.—An effort is being made here 
by the Castro Street Land Co. to have the Supervisors 
build two 105 ft. bridges across the Southern Pacific right 





of way. 
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Texas Central.—A single track, through, pin-con- 
nected bridge, 150 ft. long, across Aquilla Creek, and 
a deck, plate girder span, 90 ft. long, across Snake Creek, 
have been contracted for with the Edge Moor Bridge 
Works, of Wilmington, Del. 


Toledo, ©.—County Commissioner Pray has let the 
contract for an iron bridge over the canal on the Otsego 
be ge Providence Township, tothe Ohio Bridge Co., for 

Hi: 


Topeka, Kan.—On Nov. 5 an election was held to con- 
sider the question of issuing $150,000 worth of bonds for 
constructing a bridge at this ploce. The vote resulted 
in favor of the plan. 


West Chester, Pa.—A case was recently tried in the 
Court of Common Pleas here, concerning an action 
brought by the Edge Moor Bridge Works against the 
county of Delaware to recover aclaim for the preparation 
of specifications for the Second street bridge at Chester. 
The case was decided in favor of the plaintiff, a verdict 
being given for $875. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Belleville & Southern Illinois, 3°4 per cent. on the 
preferred stock, payable Nov. 6. 

Delaware & Bound Brook, quarterly, 2 per cent. on 
guaranteed stock, payable Nov. 20. 

North Pennsylvania, quarterly, 2 per cent. on cap- 
ital stock, payable Nov. 25. 

Rome, Watertown & Ogdensburg, 1% 
anteed by New York Central & Hudson 


Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Illinois Central, special, Chicago, Nov. 26, to authorize 
an increase of the capital stock by $10,000,000. 

Montreai & Western, special, 162 St. James street, 
Montreal, Que., Nov. 27. 

New York, Lake Erie & Western, annual, 21 Court 
landt street, New York City, Nov. 26. 

Pittsburgh & Connellsville, annual, offices B. & O., 
corner Smithfield and Water streets, Pittsburgh, Pa., 
Dec. 2,11 a. m. 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Mechanical Engineers wil! 
hold its annual meeting at the Society’s rooms, 12 
West Thirty-first street, New York City, Dec. 3 to 6. 

The Western Railway Club meetsin Chicago on the 
third Tuesday of each montb. at:2 p m. 

The New York Railroad Club meets at the rooms ot 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City, on the third Thursday 
in each month, at 8 p. m. 

The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Wednesday of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga.. on the third Thurs- 
day in January, April, August and November 

he Northwestern Railroad Club meets at the Rvan 
Hotel, St. Paul, on the second Tuesday of each month, at 


er cent., guar- 
iver. 


. Ti. 
The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in ‘each month, 
at 8p. m. 

Guarantee Tick«t Brokers’ Association. 

This Association held its annual meeting at Buffalo 
last week. The election resulted in the choice of Mr. J. 
W. Varnes, of Cleveland, as President, and Mr. J. R. 
Fleishman, of Buffalo, Treasurer. 


ew York Railroad Club, 

The annual meeting of the Club was held Thursday 

evening, the 2ist. The annual election of officers took 

lace. 

7 There was a topical discussion on the subject: “Is it 
Good Policy for a Railroad to Manufacture, to any Con- 
siderable Extent, in its Own Shops, Articles for Repairs 
to either Cars or Locomotives that can be Purchased in 
the Open Market?” 

Western Foundrymen's Association. 

The regular monthly meeting of the Western Foun- 
drymen’s Association was held at the Great Northern 
Hotel, Chicago, Nov. 20, at 7:30 p.m. The new by-laws, 
which have been in course of preparation for several 
months, were presented and discussed. There were two 
eee presented at this meeting, one by Mr. Thomas 

. West on Stretching Cast Iron, and Principles In- 
volved in its Contraction; the other was by Mr. J. W. 
Root entitled Properties of Cast Iron Shown by Keep’s 
Cooling Curves. ese two papers were interesting, and 
we hope to give abstracts of them later. 


The National Association of Manufacturers. 


The following announcement has been issued by the 
Secretary, E. P. Wilson, of Cincinnati: The followmg 
proposition has been adopted by the Executive Commit- 
tee of the National Association of Manufacturers: 
WHEREAS, experience in organizing a constituency for 
the convention of this Association, at Chicago, has de- 
veloped a work of greater magnitude than was origin- 
ally anticipated. . 

WHEREAS, The period in which this work of organiza- 
tion was undertaken has been largely taken up in politi- 
cal matters, it is therefore 

_ Resolved, That the time for holding the annual conven- 
tion be postponed and fixed for Tuesday, Jan. 21, 1896, at 
Chicago. 


Northwest Railway Club. 


The club held its annual meeting at the Ryan Hotel 
St. Paul, on Nov. 12. Secretary Seeley’s paper on ‘‘Lea 
in Locomotives,” read at the last meeting, was dis- 
cussed, and William McIntosh read an interesting paper 
on “ Lesson of the Hard ‘Times,”’ which will be discussed 
at the next regular meeting. The following officers 
- were elected for the ensuing year: President, George D. 
Brooke, Master Mechanic St. Paul & Duluth; Vice- 
President, George Dickson, General Foreman Great 
Northern; Second Vice-President, E. A. Westcott, Mas- 
ter Car Builder Great Northern; ‘l'reasurer, J. O. Patty, 





Superintendent of Motive Power of the Great Northern; 
power mand 5 T. A. Foque, Assistant Mechanical Superin- 
tendent Soo Line; Assistant Secretary,W. C. Dallas, of a 
supply house. : 

At this meeting 27 applications for membership were 
received. 

Engineers’ Club of St. Louis. 

A regular meeting was held Nov. 6, President Russell 
in the chair, 22 members and five visitors present. Prof. 
Chas. C. Brown’s paper on The Sewerage of Indianapolis 
was read by Mr. B. 1 Colby. The bape explained the 
peculiar features of the problem, and was illustrated by 
drawings and maps showing the general features, as 
well as details of the several interesting forms of special 
construction. The methods of carrying on the work 
and its extent and cost were explained. The vountry 
being flat, little or no fall was available. 

The discussion was participated in by Messrs. Robert 
Moore, Kineally, Flad, Olshausen, J. B. Johnson, Sher- 
man, Pitzman, Tareas, Maltby, Bouton and President 
Russell. : 

Mr. Moore gave some further details of the situation, 
size of streams, etc. The life of ironwork painted with 
asphalt was discussed. The difficulty of getting good 
construction in masonry was mentioned, as was also the 
subject of water pollution and protection of weter sheds. 


The Railway Signaling Club. 

The regular meeting of the Railway Signaling Club 
for November was held at the Great Northern Hotel, 
Chicago, on the evening of Nov. 12. After the transac- 
tion of some minor matters of business, a brief discussion 
was held be oy the paper by Mr. H. D. Miles, upon “Some 
Features of Interlocking Construction upon the Michigan 
Central Railroad,” which was published in_ the Raii- 
road Gazette of Nov. 8. It was thought by Mr. Elliott 
that the prices given by Mr. Miles for the concrete foun- 
dations were too low to be correct, and that, as the top 
plenk and bolts were required anyway, the use of con- 
crete as a material for the body of the foundation caused 
unnecessary expense. To this Mr. Miles replied that 
whereas the life of a wooden foundation was, at the best, 
only six or seven years, the cement would never wear 
out, and therein would lie a great gain. Mr. Elliott then 
suggested that it might be sufficient to cement crank 
and commensator foundations a little more securely and 
thoroughly, which would increase their lives, but it 
was answered that this would not prevent the de- 
caying of the wooden structures, which limits the 
length of their usefulness. Mr. Sperry thought 
that cement foundations could not be manufactured Lo 
advantage upon the ground by the employees of the 
signal companies, owing to the great care which is re- 
quired to properly mix the concrete, and the uncertainty 
which would exist in this work. 

Iron signal poles were next considered. The cost of 
splicing a wooden pole was shown to be about $15. On 
the Michigan Central the decision to use iron poles was 
reached after a man had been killed by falling with a 
wooden pole which had rotted at the ground, and after 
another pole had fallen directly across the track. The 
life of wooden poles was shown to be sometimes as short 
as three years, which was considered a strong argument 
in favor of the use of iron. ‘ 

A paper upon electric locking of interlocking plants 
was then read by Mr. W. H. Elliott, Signal Engineer of 
the Chicago, Milwaukee & St. Paul, which will be pub- 
lished in a later issue. This was briefly discussed, and 
the author stated that such apparatus as he described 
could be applied to an ordinary grade crossing for about 


After the adjournment of the meeting there was an 
exhibition of the apparatus of the Sheeby Automatic 
Railroad Signal Co., of 122 Pearl street, Boston, which 
was explained by Mr. R. J. Sheeby, President of the 
company, by the aid of a working model. 


American Society of Civil Engineers. 

A paper on “The Discharge of the Mississippi River,” 
by, William Starling, M. Am. Soc. C. E., was an- 
nounced in the Bulletin for presentation to the Society 
on the evening of Nov. 6, 1895; and one by Robert Brew- 
ster Stanton, M. Am. Soc. C. E.; entitled ‘‘Notes on the 
Construction of a Water System for Placer Mining, and 
Suggestions for a New Method of Dam Building,” was 
to have been read Nov. 20, 1895. 

At the meeting of Nov. 6, in the absence of the author, 
the Secretary read an abstract of Mr. Starling’s paper, 
after which, by vote of the meeting, it was decided to 
postpone the further consideration of this paper until 
the 20th instant, and totake advantage of the unexpected 
presence of Mr. Stanton for the reading and discussion 
of his paper. The paper by Mr. Starling will appear in 
the Transactions for Nov. 1895, now in press, and its dis- 
cussion was the order for the meeting of Nov. 20, 1895. 

At the meeting to be held Dec. 4, 1895, a paper will be 
presented by George Hill, Assoc. m. Soc. C. E., 
entitled ‘‘Tests of Fire-Proof Flooring Material.’’ The 
paper will be illustrated by lantern slides, and an ab- 
stract will be published in the next Bulletin. 

At a meeting of tre Board of Direction held Nov. 5, 
1895, the following change in the method of issue of the 
publications of the Society was adopted, to take effect 
Jan. 1, 1896: 

1. The Bulletin to be discontinued. 

2. Ten numbers of Proceedings to be issued during the year. 
These issues to be made pron pily on the fourth Wednesday 
of cach mcnth, except in June and July. 

3. dach number of Proceedings to contain the minutes of 
the meetings cf the month of issue, except that the number 
for August will contain the minutes of the first meeting in 
J. ne and also of the annual conventio”. 

4. The Proceedings will also contain the other matter now 
printed in Proceedings and Bulietin, except abstracts of 

apers. 

a Each number of Proceedings will contain in full, but 
without discussion (and in most cases without plates), the 
papers to be re«d and discussed at the second meeting of the 
following month. and the first meeting cf the seccnd month 
thereafter Under this arrangement an advance copy of 
every paper will be in the hands of members at least three 
weeks before its ——— for discussion, The May num- 
ber will contain the papers to be presented at the convention 
and possibly at the first September meeting. 

6. The monthly issue of Jransactionsto be discontinued. 
The papers, with complete discussions, both oral ano by cor- 
responcence, to be issued from time to time in volumes of 
about 600 pages, these vulumes to be sent in paper covers, 
Arrangements will also be nade for furnishing these volumes 
bound in cloth, half morocco or other suitable binding, to 
members or subscribers who desire them in that form and 
are willing to pay the small extra cost of the sime. 

7. Under this arrangement. and with the present amount of 
Transactions the Society will continue to issue 12 publica- 
tions yearly, of which 10 will be Proceedings and two will be 
volumes of Transactions. 


American Society of Mechanical Engine rs. 

The Sixteenth Annual Meeting of the American So- 
ciety of Mechanical Engineers will be hela at its house 
in New York, Dec. 3 to 6. 

The convention will open at 9 p. m. Tuesday evening, 
Dec. 3, the first business bein 
questions, At this meeting the 


discussion of topical 
resident will appoint 





tellers to count ballots for officers. The house will be 
open early and it is expected that members will meet for 
conversation, aitd it is hoped that ladies will also come. 

Wednesday morning at 10 a business session will be 
held at which reports of standing committees and of the 
tellers will be received and other business transacted. 
Any remaining time of this session will be taken up by 
reading professional —— and with topical discussions. 
Luncheon will be served in the house. 

Wednesday afternoon is without definite assignment, 
but it is believed that excursions will be made up and 
that members will enjoy each other’s society in various 
ways. 

ednesday evening professional papers will be read, 
as will be the case at the session of Thursday morning, 
when topical discussion will also be had and luncheon 
served in the house. 

Thursday afternoon also is without assignment. Thurs- 
day evening there will be a reception at Delmonico’s 
with supper and dancing. 

Friday morning the closing session will be held, at 
which professional papers will be read and topical dis- 
cussion will be had and the concluding business will 
transacted. It is announced that the summer meeting 
will probably be held in St. Louis. 

Cards of admission have been Spores to 17 different 
places of interest at the office and which will facilitate 
their visits. A list of papers and their authors, also 
subjects tor topical discussion, follow: 

PAPERS, 

McElroy, Samuel : Water Power of Caratunl: Falls, Kenne- 
bec River, Me. 

Weber, Samuel: 
mission. 

Emery, C. E.: Means Adopted for Saving Oil in a Large Oil 
Refinery. 

D nton, James E.: The Reliability of Throttling Calori- 
meters. 

Goubert, A. A. & Peabody, E. H.: Some Experiments with 
the ‘throttling Calorimeter. 

Emery, C_ E.: Comparative Tests of Steam Boilers with 
Different Kinds of Coal. 

Kingsbury. Albert: Experiments on the Friction of Screws. 

Go's, W. F. M.: Tests of a 10-H. P. De Laval Steam Turbine. 

Bissell, Geo. W.: Recording Device for Testing Machines. 

Carpenter, R. C.: Effect of Temperature on the Strength of 
Wrougtt Iron and Steel 

Chamberlain, P. M.: 
Design. 

Jacobus D. S.: Experimenta] Method of Determining the 
Effective Center of the Light Emitted from a Standard Phoio- 
metric Burner. 

Barr, Jno. H.: The Proportions of High Speed Engines. 

TOPICAL DISCUSSIONS. 

For filtering oil having finely divided metallic particles in 
suspension, what have you found to be the best filtering 
material, either for one operation or in a series? 

What information can you g've as to the best method for the 
extraction of oil from condensed steam, where it is desirable to 
use the exbaust steam repeatedly for boiler feed purposes? 

What is the economy, if any, of damper regulation in firing 
with liquid or gaseous fuel? 

In boilers fired with liquid or gaseous fuel, is there any ad- 
vantage in simultaneous regulation of the fuel supply and the 
position of the damper, either by the same or by different 
mechanisms under the ordinary control of the steam pressure? 

Are thereany corditicns under which oil fuel is cheaper than 
coal for generating steam at points in the Atlantic seaboard 
states; if so, what are they, and where? 

Is an air chamber of any value on a duplex boiler feed pump 
of 4-in. to 6-in. stroke? 

Has any member had exrerience in planning a successful 
working system of classification which is better than the 
Dewey system for books in an engineering library? 

In a eentrifugal pump «t constant speed, how is the effi 
ciency affected (2) by throttling the delivery; (b) by a by-pars? 

In a centrifugal pump receiving water under a head, does 
the whole amount of the head add to its normal lift? 

What is the common method and best practice for determin- 
ing the Jargest s z°s of pipe desirable to use in mill heating, 
both by live and exhaust steam? 

In the operation of annezling tool steel, what is the essential 
or principal condition to be observed to insure the best suc- 


Water Power; its Generation and Trans- 


Some Data Relating to Forge Shop 


ce:s 

What rule is there for ¢ etermining approximately the horse 
pone ees to drive disk fans for exhaucting and ven- 
tilatirg 

Has any one found it to pay to exhibit in recent International 
Exposition-, where to do so entails a cost of attendance, trans- 
portation and othcr heavy chirges? 

1s there apy reliable method for calculating the cost of one 
machine if the cost of a larger number is known; or, con. 
versely, if y.u know the cost of one machine, can the cosé o 
building a larger numberof : he same machine be satisfactorilf 
caleulated? 

Has any term ever been snegested to discriminate between 
the elastic resistance offered by a body to a force tending to 
change its shape and that offered by the same body to a force 
tending to change its volume? How much of the Jatter kind 
of elasticity has India rubber? 








PERSONAL. 





—Dr. 8. S. Parkhill, of Hornellsville, has been elected 
President of the New York State Association of Railway 
Surgeons. 


—Mr. W. S. Roney, who is Auditor of the Vandalia 
road, has been recently elected President of the Indiana 
Y. M.C. A. Association. 


—Mr. Robert C. Pruyn, President of the Commercial 
Bank of Albany, hassold his interests in the Ulster & 
Delaware road and retired from the position of Vice- 
President and Director. 


—Major Alfred F. Sears, M. Am. Soc. C. E., delivered a 
lecture before the members of the American Geographi- 
cal Society in Chickering Hall, New York, on Nov. 18, 
the lecture being entitled The Geographical Conditions 
That Make Commercial Cities. 


—Mr. J. E. Rugg, Superintendent of the Citizens’ 
Traction Co., of Pittsburgh, has resigned and will go to 
Boston, where he has been appointed Manager of the 
West End lines. Mr. Charles Fitzgerald, Chief Engineer 
of the Citizens’ Traction Co., has been appointed to fill 
the vacancy made by Mr. Rugg’s resignation. 


—Mr. Henry C. Ashton, inventor of the well-known 
Ashton safety valve, died at his home in Summerville, 
Mass., on Nov. 12. Mr. Ashton had not been in active 
business for a number of years. He invented the valve 
which bears his name about 1872 while connected with 
the Hinckley Locomotive Works as Superintendent. 


—Mr. Frank Toumey has been appointed Master Me- 
chanic of the Rochester division of the New York, Lake 
Erie & Western. He is at present foreman of the com- 
pany’s shops at West Newburgh, and has held the _posi- 
tion a number of years. The present Master Mechanic 
of the Rochester Division, Mr. Hibbetts, was recently 
appointed Trainmaster of the Eastern Division. 


—Hon. C. C. McChord, of Springfield, has resigned as 
a member of the Board of State Railroad Commissioners 
of Kentucky, and Governor Brown has appointed Joseph 
N. Saunders, of Stanford, his successor. Mr. Saundersis 
a young lawyer who has been a member of the State 
Legislature, He will only have a short term to serve 
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under his present appointment, Senator McChord’s term 
expiring on Jan. 1 next. 


—Mr. Jeff Lane has been appointed General Superin- 
tendent of the Georgia Southern & Florida, being as 
such at the head of the operating department. The 
office of General Manager, which was held by Mr. W. B. 
Sparks, the former Receiver, has been abolished, Mr. 
Sparks retiring from the service of the company. Mr. 
Lane has heretofore been Superintendent and has held 
that office practically since the opening of the road for 
operation. 

—Vice President Murray, of the Cleveland, Cincinnati, 
Chicago & St. Louis, will, it is understood, remove his 
headquarters from Cincinnatito New York City, though 
continuing as Traffic Manager of the road. e is to be 
the Representative of the Chesapeake & Ohio and the 
Big Four on the Board of Managers provided 
for in the new Trunk Line agreement, and his removal 
to New York will enable him to more conveniently 
attend to such duties. 


—Mr. Thomas. W. Anderson, the Local Freight Agent 
of the Wabash road at St. Louis. Mo., died of apoplexy 
in St. Louis last week. Mr Anderson had been Local 
Freight Agent of the Wabash at St. Louis and East St. 
Louis since November, 1891. He had held the office of 
Trainmaster between St. Louis and Moberly, Mo., before 
his appointment as Local Freight Agent. Previously he 
had been a Division Superintendent of the Texas & Pacific 
road. Hewas President of the Local Freight Agents’ 
Association last year. 

—Mr. W. J. Karner has been appointed General Mana- 
yer and Treasurer of the Crown Coal & Tow Co., of St. 
Conte, and General Manager of the St. Louis, Belleville 
& Southern Railroad, which operates about ten miles of 
road near East St. Louis. The Crown Coal Company owns 
valuable mining property in the Illinois coal fields near 
Belleville, and has financial interests in the railroad 
company whose line extends through this property. Mr. 
Karner was formerly an engineer in the office of Mr. E. 
L.. Corthell, acting also in a confidential capacity. 


—Mr. Albert Johnson, a locomotive engineer on the 
Seaboard Air Line, who ran the first .locomotive used on 
the Raleigh & Gaston, now one of the divisions of the 
Seaboard Air Line, has been pensioned by the directors 
and retired from active service. He is now over 90 
years old and has been in continuous service on the 
lines of the Seaboard Air Line since he went over the 
road with the first locomotive a little over 50 years ago. 
At present he is at the Atlanta Exposition in charge of 
the model of the ‘‘ Tornado,” the engine used in making 
the initial trip on the road. 


—Hon. John M. Thurston, United States Senator-elect 
from Nebraska, has formally resigned his office as Gen- 
eral Attorney of the Union Pacific, which he has held 
fora long number of years. Senator Thurston will take 
his seat in the Senate at the opening of Congress in 
December next, He states that he has prepared a bill for 
settling the Government’s claims against the Pacific 
roads, on the line of the plan outlined by him some time 
ago. One suggestion is that the Government make a 
statement of the amount of its claim by July 1 next, 
this claim be offered for sale to the highest bidder. 


—Mr. George F. Randolph has resigned as General 
Traffic Manager of the New England road, and Mr. 
J. M. Williams, at_present General Eastern Agent 
of the Old Colony Division of the New York, New 
Haven & Hartford, has been placed in charge of the 
freight traflic of the New England. Mr. C. H. Goodrich, 
the former General Freight Agent of the New York & 
New England, has also resigned. Mr. Randolph went to 
the New York & New Engiand in 1892 when Mr. McLeod 
was President of the company. Shortly afterward he 
was transferred to the Philadelphia & Reading as As- 
sistant General Freight Agent, but returned to the New 
England road in 1893, when he became General Traffic 
Manager. 

—Mr. W. B. Sparks has resigned as General Manager 
of the Georgia Southern & Florida, and the direct man- 
agement cf the company has been assumed by Vice-Presi- 
dent William C. Shaw, of Baltimore. Mr. Shaw was 
President of the company while the reorganization was 
in progress, being succeeded in that office by Mr. Spen- 
cer, of the Southern Railway, when that company as- 
sumed control of the Georgia Southern. Mr. Sparks has 
been Receiver of the company and identified with the 
property practically since its incorporation. He was 
President and General Manager of the company duripg 
its construction, as well as the head of the Macon 
Construction Co., which built this road, and also the 
Macon & Birmingham. He was appointed Receiver in 
1891, and continued in that position until the organiza- 
tion of the new company, although more than one at- 
tempt was made by opposing security holders to have a 
new Receiver appointed. 

—Mr. C. C. Elwell, 
division of the New York, New Haven & Hartford, has 
been appointed Division Superintendent of the New 
England road, with headqarters at Norwich, Conn. Mr, 
Elwell has been with the New Haven road since early 
in 1803, and has had important duties and responsibilities 
on the extensive four-track improvement of the New 
York division of the New Haven, which has been going 
on for the last few years. That work has given him 
opportunity for the exercise of excellent engineering 
skill, which had already becn proved on the Pittsburgh 
& Western, of which he was Chief Engineer. When that 
road was made a division of the Baltimore & Ohio, Mr. 
Elwell was appointed Engineer of Maintenance of Way 
of the division. He was one of the delegates selected by 
the Directors of the New Haven to represent that com- 
pany at the International Railway Congress in July 
iast. 

—Mr. Barton Hoopes, senior member of the widely 
known firm of Hoopes & Townsend, of Philadelphia, 
manufacturers of bolts, nuts, rivets and similar articles, 
died in Philadelphia last week. Mr. Hoopes had not 
been in active business for a year or more past, haying 
been attacked with paralysis early in 1894. Mr. Hoopes’ 
first business connection was in Wilmington, Del., 
where, after serving as an apprentice to a firm of ma- 
chinists, he established the firm of Hoopes & Brown. 
ln 1882 the business was removed to Philadelphia, and 
the firm became Hoopes & Townsend, and has continued 
under that style ever since, although in recent years the 
firm has comprised only Mr, Hoopes and his three sons. 
The business has always been prosperous, and the estab- 
lishment is now pretty nearly ten times as large as the 
works first started at Philadelphia. It covers a large 
tract of land ou Broad and Buttonwood streets, and em- 
ploys about 700 men. 

Mr. KE. P. Bryan, of St. Louis, Superintendent of 


Roadmaster of the New York 


Terminals of the Loisville & Nashville, is the new Gen- 
eral Manager of the Terminal Railroad Association of 


St. Louis, 


He is to assume the duties of that office by 


Jan. 1, when Mr. Joseph Ramsey, Jr., retires to enter 
upon the office of General Manager of the Wabash road, 
where he succeeds Mr. Charles Hays, who goes to the 
Grand Trunk. Mr. Bryun is now a member of the Direc- 
torate of the Terminal Railroad Association, being the 
Louisville & Nashville representative on the Board and 
a member of its executive committee, so that he takes 
up work with the requirement of which he is perfectl 
familiar, He has been in the service of the Louisville 
Nashville for about 30 years, entering its employ as a 
telegraph operator. He has held various positions both 
in the traffic and transportation departments, and in 
March, 1892, was transferred to St. uis as Superin- 
tendent of Terminals. He had previously been in ckunae 
of the Louisville terminals for a number of years. 














ELECTIONS AND APPOINTMENTS. 











Albuquerque, Colorado & Pacific._—The incorporators 
named in the new articles of incorporation in Denver 





are: J. W. Hanna, President: W. . Borst, Vice-Presi- 
dent; J. C. Veatch, Secretary; Geo. W. Wilson, Treas- 
urer, and EK. T. Wells, Counsel. The Directors are: J. W. 
Hanna, E. Lewis, W. W. Borst, Geo. W. Wilson, J. C. 
Veatch, S. A. Osborne, Denver; M. S. Otero, G. L. 
Brooks, H. B. Ferguson, Albuquerque. 


Baltimore & Ohio.—The annual meeting was held at 
Baltimore, Nov. 18, and four new directors, representing 
large ae eee interests of the company outside 
of Maryland, were elected. The new members of the 
Board are General Louis Fitzgerald, President of the 
Mercantile Trust Co., New York; Eugene Delano, of 
Brown Bros. & Co. London and New York; William A. 
Read, of Vermilye & Co., New York, and Howland Davis, 
of Blake, Boissevain & Co., London. The other mem- 
bers of the directory re-elected are William F. Burns, 
William H. Blackford, William F. Frick, Maurice 
Gregg, George C. Jenkins, Aubrey Pearre, Alexander 
Shaw and George A. von Lingen. 


Central Washington.—Receiver Chamberlain has ap- 
pointed L. C. Barry Auditor and F. R. Hanke Freight 
and Passenger Agent of this road, which is hereafter to 
be operated as an independent line. The headquarters 
will probably be at Spokane, Wash. 


Chicago Junction Railways & Union Stock Yards 
Company.—The stockholders held their annual meetin 
in Jersey omy: Nov. 14. Directors and officers were elected 
as follows: C. M. Depew, William J. Sewell, Frederick 
H. Winston, Frederick H. Prince, Albert H. Veeder, Ed- 
ward J. Martyn, Martin L. Sykes, George P. Gardner, 
W. Scott Fitts and Nathaniel Thayer. Chauncey M. 
Depew was re-elected President: William J. Sewell, 
Vice-President; Thomas Sturgis, Treasurer, and William 
C. Lane, of 45 Broadway, New York, Secretary. 


Choctaw, Oklahoma & Gulf.—W. E. Pollock has been 
appointed General Roadmaster of the road, with head- 
quarters at Shawnee, I. T. 


Columbus, Sandusky & Hocking.—These appoint- 
ments took effect Nov. 15: A. W. Dunning, Auditor and 
Treasurer ; Wm. 'hornburgh, General Superintendent; 
W..W. Daniel, General Freight Agent; B. H. Adin, Gen- 
eral Passenger Agent, all with offices at Columbus, 
Ohio. The office of Purchasing Agent is abolished. 


Denver & Rio Grande.—The directors of the company 
have re-elected George Coppell Chairman of the Board; 
E. T. J a de President ; William Wagner, Secretary ; 
J. W. Gilluly, Treasurer; J. B. Andrews, Assistant Sec- 
retary, and Jesse Hoyt, Assistant Treasurer. 


Gulf & Interstote.—K. E. Stoup has been appointed Gen 
eral Superintendent in charge of transportation, traffic 
and car service departments, with headquarters at Beau- 
mont, Tex. 


Hoosac Tunnel & Wilmington.—The general offices of 
this company, which were at Holyoke, Mass., are now at 
Wilmington, Vt. 

Knoxville & Ohio.—The new Board of Directors is as 
follows: A. B. Andrews, Raleigh, N. C,; W. H. Baldwin, 
Jr., Washington, D. C.; C. H. Castor, John Greenough, 
Samuel Spencer, H. S. Chamberlain, Chattanooga; E. J. 
Sandford and C. M, McGhee, Knoxville, Tenn. 


Manhattan.—At the annual meeting of the stock- 
holders of the company, on Nov. 13, the following direc- 
tors were elected : R. M. Gallaway, Russell Sage, Samuel 
Sloan, George J. Gould, George Bliss, F. K. Hain, Edwin 
Gould, Joseph Eastman, G. P. Morosini, Donald Mackay, 
Howard Gould and Warren B. Smith in place of Simon 
Wormser, deceased. George J. Gould was chosen Presi- 
dent, Colonel Hain Vice-President and D. W. McWill- 


iams Secretary and Treasurer. 


Meriden, Waterbury & Connecticut.—The new direc- 
tors, representing the majority interest of the New 
York, New Haven & Hartford, are J. M. Millard, of 
Meriden, Conn.; C. P. Clark, J. W. Hall, of New Haven; 
C. F. Brooker, of Torrington, Conn., and Carlos French, 
of Seymour. The following members of the old board of 
directors continue, representing the minority stock- 
holders: D. S. Plume, A. S. Chase, E. D. Steele, of 
Waterbury, and C. D. Rogers, of Meriden. 


New England.—The first annual meeting of the com- 
any was held at Hartford, Conn., on Nov. 14. The fol- 
owing directors were elected by a stock vote of the 184,- 
482 shares, 172,687 common and _ 1],795 preferred, repre- 
sented at the meeting: William T. Hart, Francis L. Hig- 
rinson, N. W. Rice and Charles L. Lovering, Boston; 

esse Metcalf and Gorham P. Fomroy, Providence, R. I.; 
Frederick J Kingsbury and D.S. lume, Waterbury, 
Conn.; Charles P. Clark, New Haven, Conn.; Robert 
Bacon, New York and John W. Doane, Chicago. 

A majority of the stock of the road, which consists of 
200,000 shares common and 50,000 shares preferred, was 
voted in the interest of New York, New Haven & Hart- 
ford road. President Clark, of that road, also held the 
proxies of the proportion of the minority stock voted 
which was not represented at the meeting. The follow- 
ing officers were elected : President, Charles P. Clark, of 
New Haven, President of the New York, New Haven & 
Hartford; Vice-President, William T. Hart, of Boston: 
Secretary, James W. Perkins, of Boston, Treasurer, G. 
B. Phippen, of Boston. J.T, Odell was re-elected Gen- 
eral Manager. i E 

Mr. J. T. Odell as Second Vice-President and General 
Manager, issues the following announcements: George 
F. Randolph having resigned as General Traffic Mana- 
ger of this company, that office has been abolished; J. M. 
Williams has been appointed General Freight Agent of 
this company, vice C. H. Goodrich, resigned. The duties 
| heretofore performed by the General Traffic Manager 
will devolve upon the General Freight Agent. Theoftice 
of the General Freight Agent will be at No. 180 Summer 
street, Boston, Mass. 


New York, Lake Erie & Western.—The temporary 
board of directors named in the certificate of incor- 











is as follows: Temple 


oration of the new nomeny 
. H. Emanuel, Jr. we: & 
” Walter 


owdoin, C. H. Coster, 


Gillard, A. B. Hopper, Thomas W. Joyce, 
S. Kenneys, J. P. Morgan, Jr., Francis Lynde 
Stetson, Mortimer F. Smith, W. S. Townsend, J. 


H. Tierney and E. B. Thomas. This board has elected 
officers, as follows: President, Eben B. Thomas; Third 
Vice-President, Andrew Donaldson; Fourth Vice-Presi- 
dent, G. G. Cochran; =ecretary, J. A. Middleton; Treas- 
urer, Edward White. 


New York, New Haven & Hartford.—The annual 
meeting of the Directors for the election of officers was 
held last week, and the following were chosen for the 
ensuing year: President, Charles P. Clark, of this city; 
Vice-President, John M. Hall, of this city; Secretary, ' 
D. Bishop, of Bridgeport, and Treasurer, W. L. Squire 
of New Haven. 


Pennsylvania Co.—Several changes in the engineerin 
department of the Pennsylvania lines west of Pittsburg 
went into effect last week. William C. Wood, Jr., of 
Fort Wayne, a nephew of General Manager Wood, has 
been made Assistant Engineer of Maintenance of Way 
of the Cleveland & Pittsburgh division, and his former 

sition has been filled b . C. Heziup, of Lawrence 

unction, Pa. Louis Hass has been appointed Engineer 
of Maintenance of Way of the Pittsburgh, Fort Wayne 
& Chicago, which position had been vacant since the ap- 
ae ot C.S. Sims to the office of engineer of the 

se division. Mr. Hass comes from the Southwestern 
system. 


Peoria, Decatur & Evansville—Mr. William E. 
Strong. of the New York Stock Exchange house of 
Work, Strong & Co., has been elected President of the 
company. 


Petersburg.—The annual meeting of the stockholders 
was held at Richmond, Va., Nov. 18. President Warren 
C. Elliott was re-elected, and also H. Walters, Vice- 
President, and the foliowing directors: Messrs. H. Wal- 
ters, B. F. Newcomer, F. R. Scott, D. E. Lasseter, Waldo 
Newcomer and Warren G. Elliott. 


Richmond & Petersburg.—At the annual meeting at 
Richmond, Va., Nov. 18, Major F. R. Scott was re-elected 
President; Mr. H. Walters, Vice-President, and the fol- 
lowing Directors: Messrs. H. Walters, B. F, Newcomer, 
D. E. Lasseter, D. G. Hlliott and Michael Jenkins. 


Seaboard Air Line.—Following are the new Boards of 
Directors of the Raleigh & Gaston and Raleigh & Agusta 
divisions of this system, elected at the meetings held at 
Raleigh, N. C., last week. With a few exceptions they 
are re-elections: Raleigh & Gaston: Louis McLean, C. 
D. Fisher, W. W. Chamberlain, W. C. Stronach, Jos. B. 
Batchelor, W. R. Tucker, Raleigh & Agusta: R. C. 
Hoffman, Louis McLean, J. L. Minis, W. W. Chamber- 
lain, C. D. Fisher and B. N. Duke. 


Seaboard & Roanoke.—The annual meeting of the 
stockholders of the company, which was adjourned on 
October 1, was held in Portsmouth, Va., on Nov, 13. R. 
C. Hoffman was _ re-elected President, and Enoch Pratt, 
Louis McLane, Moncure Robinson, Chas. D. Fisher, L. 
R. Watts and W. W. Fuller Directors for the ensuin 
year. E. St. John was re-elected Vice-President, an 
other officers remain the same. 


St. Louis, Aton & Terre Haute.—At the regular an- 
nual meeting of the Board of Directors, held at St. 
Louis last week, the following officers were elected: 
George Foster Peabody, Chairman Board of Directors; 
George W. Parker, President and Treasurer; E. F. 
Leonard, Secretary; H.T. Nash, Auditor; Clarence F. 
Parker, Assistant General Manager; ilson, Su- 
Caner and George E. Lary, General Freight and 

assenger Agent. : 


St. Louis Merchants’ Bridge & Terminal.—Stock- 
holders of the company held their annual meeting at 
St. Louis last week, and elected the following directors: 
C. C. Rainwater, Chas. D. McLure, D. R. Francis, L. M. 
Rumsey, J. N. Bofinger, J. J. Taussig, Edward Walsh, 
J. H. Dieckman, William Duncan, H. D. Houser and S. 
D. Webster. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Akron & Pittsbargh.—The surveys out of Akron, O., 
for this newly incorporated company are steadily going 
forward. Instead of following the route of the old Akron 
& New Castle, as originally intended, the surveyors are 
now running a line through Cuyahoga Falls east to 
Kent, and then paralleling the Pittsburgh & Western to 
New Castle. No line will be built to Cuyahoga Falls if 
these plans are carried out, but the track of the Cleve- 
land, Akron & Columbus will be used instead. This 
road is one of the extensions of the Lake Erie & Western, 
projected by President C. S. Brice. 


Albany, Helderberg & Schoharie.—This company 
was incorporated last week at Albany, N. Y., to build a 
road from Albany to Schoharie, N. Y., a distance of 30 
miles, to be operated by electricity, locomotive steam 
power or compressed air. sapital, ,000. The direc- 
tors are Jonas H. Brooks, B. M. Secor, John W. Van 
Valkenburgh, Robert J. McCauley, of Albany, and 
others. The company will have its principal office in 
Albany. 

Alvin, Brazoria & Western.—The projectors are ar- 
arranging to make a preliminary survey of the line from 
Alvin, Tex. 

Ashland, Siskowit & Iron River.—Articles of incor- 
poration were filed at Ashland, Wis., on Nov. 7, for this 
company. The incorporators are J. W. Cochran, C. F. 
Latimer, I. P. Newton, George W. Johnson and W, F. 
Pleas. The capital stock is $100,000, and the principal 
office is to be in Ashland, Wis. The route of the pro- 
posed line is not given. 

Baltimore & Ohio.—It is announced that work will 
begin early in the spring on the proposed Short Line, a 
road surveyed and commenced about 10 years ago, from 
Washington, Pa.,on the Pittsburgh & Wheeling Divi- 
sion, by a direct line across the Monongahela River, to 
Coal Centre, on the main line, near Connellsville. The 
distance would be materially shortened for all coke and 
coal freights from the Connellsville region west, and 
would relieve the yards about Pittsburgh of handling 
this freight. This branch was commenced some years 
ago, and a large sum spent upon it, but no effort has 
been made to complete it. The right of way is held, and 
much grading and filling has been done. 


Belton & Northeastern.—The application of the road 
for authority to issue bonds to the amout of $12,000 a 
mile on 28 miles of road, from Belton to McGregor, Tex., 
has been granted by the Texas Railroad Commission. 


Arrangements have already ,been, made with Eastern 
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capitalists for the money to construct the road, which 
will be pushed as rapidly as possible. 


Calvert & Brazos Valley.—The incorporation of this 
road in Texas was noted last week. It appears that the 
road is to be practically an extension of the existing 
Hearne & Brazos. Valley road, and is to be built through 
the rich lands known as the Brazos bottom lands for nine 
miles to the town of Calvert, Tex. It begins at the junc- 
tion of the Hearne & Brazos Valley and International & 
Great Northern roads and extends along the river to 
Calvert. W.S. Allen, L. T. Fuller and others, of Cal- 
vert, Tex., are the incorporators. 


Chicago & Northwestern.—The branch from Aniwa 
to Mattoon, Wis., is being extended south to the Chase 
saw mill, a distance of six miles. The Mattoon Manu- 
facturing Company, which has a lease of this branch for 
aterm of years, will clear a right-of-way, grade the 
roadbed and furnish the ties, and the Chicago & North- 
western will lay the rails. 


El Paso & White Oaks.—The El Paso City Council 
has granted an extension of 60 days’ time for the com- 
mencement of work on the ‘‘ White Oaks road,” under 
franchise granted by the city to J. L. Bell and associates, 
of ee The franchise for building the road into the 
city would have expired Dec. 1 if work had not been 
commenced before that date. The road is to run from 
El Paso, Tex., to White Oaks, N. M., then on to Panhan- 


. dle City to tap the Rock Island. 


’ 


Florida East Coast.—Vice-President Parrott reports 
that construction work on the new line between West 
Palm Beach and Miami, Fla., has been delayed somewhat 


b 
orida ; but every indication points to the completion 
of the road to Biscayne Bay before February 1. Track 
laying is in progress between West Palm Beach anc ‘“uin- 
ton, the first town south of Lake Worth. The greater 
aA the grading of the whole extension is already 
nished. 


Galveston, La Porte & Houston.—It is now claimed 
that this road will be ready for operation as a through 
line between Houston and Galveston by Dec.1. The last 
rails are now being laid, and the bridge across West Gal- 
veston Bay, which has done so much to delay the com- 
pletion of the road, is now erected. The opening of this 
road between these two points gives a line50 miles long 
between the two cities and makes the third railroad in 
operation between Houston and Galveston. There has 
been some talk of the use of the line as a Galveston out- 
let by the Missouri, Kansas & Texas, and the Houston, 
East & West Texas, but it is said that very considerable 
improvements would be required in the roadbed before 
the line could be used for heavy traffic. 


Jackson Southern.—Grading on this line, which is 
being built from Jackson, Minn., to Ruthven, Ia., under 
arrangements with the Minneapolis & St. Louis, is 

ushing grading and will be running trains nex‘ June. 

he Minneapolis & St. Louis has plans for several short 
links and connections in Minnesota and Iowa that will 
give it many new feeders. 


Lima & Northern.—The contractors are continually 
increasing the number of men employed on the section 
being built north of Lima, O., and the construction 
force is now very large. This line is one of the roads 

urchased within the last few months by Mr. Calvin S. 

rice, President of the Lake Erie & Western, and which 
is to be operated as a leased line of that company. The 
work now going on is from Lima north, about 35 miles, 
with a junction with the Toledo, St. Louis & Kansas 
City road, and it is expected to complete this division by 
January. W. B. Strong & Co., of Wall street, New 
York City, have the contract for this work, which has 
been sublet in small sections. The next division to be 
put under contract will also be about 35 miles, bringing 
the road to Adrian, Mich. 


Mexican Central.—The company has awarded the 
contract of building the Guadalajara extension to 
Ameca, a distance of 50 miles, to J. H. Hampson, Presi- 
dent and General Manager of the Mexico, Cuernavaca & 
Pacific road. Fifteen cars of the construction outfit are en 
route from El Paso to Guadalajara. Work will be pushed 
vigorously forward with the intention of inaugurating 
traffic on the new line by June 1, 1896. When the rails 
reach Ameca there will only remain a short distance to 
cover with track in order to reach the Pacific Ocean. 


Mexican International.—Civil Engineer Kilbrew is 
now surveying between Guadalajara and Durango, 
Mex., and has been in the field some months past, locat- 
ing the most feasible route for a road between those two 
cities. It is understood the genera] officers now en 
route to Guadalajara go there for the purpose of in- 
specting the surveys. If the route is approved it is 
= that work will be commenced without much 

elay. 


Muskegon Terminal.—F. H. Golbrook, of Muskegon, 
Mich., Secretary of this company, has issued a notice of 
the stockholders’ meeting to be held at Muskegon on 
Dee. 10, at which the stockholders will be requested to 
authorize an increase of the capital stock to $1,050,000, 
and an issue of bonds eeenies to $2,000,000. 
In addition tothe road proposed to be built by the com- 
pany it is intended to put on steam transfer boats across 
Lake Michigan from the western terminus of the com- 
pany’s road to Milwaukee. 


New Roads.—Emmet H. Scott, Edward F. Michael 
and R. E. Morrison, df Laporte, Ind., representing a 
firm of lumbermen, have commenced the construction 
of a road 80 miles in length in Alger and Schoolcraft 
Counties in northern Michigan. The road starts at a 

int on South Bay, and will be built to Munising, 
Rchooleratt County, connection to be made with the 
Chicago & Northwestern and the Deluth, South Shore 
& Atlantic. . This syndicate now owns 200,000 acres of 
pine lands in northern Michigan. Ten miles of the 
railroad have been completed, and the entire line will 
be ready for operation early next year. 


Northern Pacific.—It is announced that Receiver 
Burleigh proposes to complete the extension to Lewiston, 
Idaho, undertaken some years ago, as soon as he secures 
the required authority from the United States Court. 
This extension will complete the branch undertaken 
some years ago by the Northern Pacific, but which was 
not completed beyond Juliette. This extension begins 
at the town of Pullman, which is on the Spokane & 
Palouse branch, extending south from near Spokane, and 
extends across the Idaho line to Moscow and Juliette. 
Only a few miles of road will be necessary tocomplete the 
poss | into Lewiston, which is the most important town in 
that portion of the State. The construction work will 
be heavy and the expense of building considerable, which 
has been the chief cause for delaying the completion of 
the line solong. The opening to settlement of the Nez 
Perces Indian Reservation near Lewiston probably ac. 


the heavy rains of the past month in Southern Q 


counts in a large measure for the decision to undertake 
the early completion of this branch. 


Pickens & Addison,—The work of grading this line, 
which is to be anarrow gage road from Pickens, the ter- 
minus of the Buckhannon River branch of the West Vir- 
ginia & Pittsburgh, to Addison, the county seat of Web- 
ster gong A W. Va., is progressing rapidly, and will be 
ready for the track layers before many weeks. It is not 
expected that the road will be opened for traffic before 
early spring, when the travel to the Webster Sulphur 
Springs begins. 


Pittsburgh & Eastern.—Work on the new road is 
in ome rapidly, The grading from Mehaffey to 

ummit, Pa., is completed and the company expects to 
have 15 miles of roa finished by January. ork on 
the Susquehanna River division from Burnside to 
Spaugh, a distance of 18 miles, will be begun shortly 
and pushed to completion by early spring. 


Queen Anne’s.— President W.H. Bosley, accompanied 
by Chief Engineer I. W. Troxell and Messrs. Frank 
Ehlen, of Baltimore, and Wilmer Emory, of Centreville, 
directors in this new road, are making a carriage trip 
over the route through Maryland, from Chesapeake Bay 
to Delaware and Lewes, on the Atlantic coast. 

An issue of $1,440,000 of 5 per cent. bonis has been de- 

cided upon by the directors of the road. This is at the 
rate of $12,000 a mile. The bonds for the present will be 
held in the treasury of the company. Cash subscriptions 
by the stockholders have supplied sufficient funds for 
carrying forward the work of construction. 
All rights of way on the first section of the road from 
ueenstown to Denton have been secured, and this por- 
tion is to be completed and ready for operation by April 
1, 1896. From Denton to Lewes two routes are undér 
consideration. The engineers have completed the locat- 
ing of the northern route from Denton to Ellendale, Del., 
which is 15 miles from Lewes. The second route, from 
Denton, via Smithville, Bridgeville and Georgetown, is 
yet to be located. 


Southern—Capt. John A. Dodson, Roadmaster, tells 
a correspondent in North Carolina that new rails 
will be laid the whole distance of the line between 
Charlotte, N. C.,and Alexandria, Va., by Christmas 
next, except about 20 miles, and that those 20 miles 
will be replaced by heavy rails early in the spring. 
This programme includes new rails for the orth 
Carolina road between Charlotte and Greensboro, N. 
C., on. the Piedmont Air Line or old Richmond & 
Danville road from Greensboro, N. C., to Danville, Va., 
and on all of the Virginia Midland road, extending from 
Danville to Alexandria. On the North Carolinaand Pied- 
mont Air Line roads, Captain Dodson says the rails 
will be 75-lb. sections while those for the Virginia Mid- 
land road will weigh 85 lbs. This will el the North 
Carolina road (now virtually owned by the company, it 
having a lease on it for 99 years) new heavy rails from 
Charlotte, via Greensboro, to Raleigh and Selma, N. C., 
the whole length of the line, except less than 20 miles 
from Selma to Goldsboro. The new rails from Greens- 
boro to Selma are now being put down, this part of the 
road forming the main line of the new route to Norfolk, 
Va. The Southern’s line between Atlanta and Wash- 
ington will then be unsurpassed anywhere in the South, 
both as to roadbed and equipment. The travel on this 
line at present is said by officials to be unprecedented. 


Ste. Emelie & St. Gabriel.—Raoul Rinfret, of Mon- 
treal, engineer of this road, has just completed the sur- 
veys fora line from Ste. Emelie, east to St. Gabriel, P. 
Quebec, a distance of about 15 miles. The line connects 
at the latter point with the Canadian Pacific, about 70 
miles from Montreal. The company has applied to the 
Quebec Provincial Legislature for incorporation and the 
usual subsidy which it is expected will be granted. If 
the subsidies are granted it is said that contracts for 
constructing the road will be let nextsummer. The 
grades will be 104 ft. to the mile and the maximum cur- 
vature will be 18 degs. There will be two bridges not 
over 20 ft. in length, each. 


St. Louis & Oklahoma.—Chief Engineer P. G. Burns, 
of this road, projected from the St. Louis & San Fran- 
cisco, at Sapulpa, in the Indian Territory, south-west 
through Oklahoma, started the survey to that city last 
week with a party of engineers from Oklahoma City. 


Timson & Carthage.—Work on the new road from 
Timson, in Shelby County, Tex., to Carthage, is being 
pushed and tracklaying will begin soon. 


Virginias.—This company, formerly the Columbus, 
eee: re & Guyandotte, and which is to build a line 
from Huntington, W. Va., to the Virginia state line 
by way of the Guyandotte Valley, has be 
the surveys. The li 


n work on 
e line from the mouth of the Guyan- 
dotte River to Pineville. W. Va., was surveyed in 1889, 
and there will be but little to do on that section. The 
road from Pineville to the Virginia line will be gone 
over, if possible, before the cold weather of the late 
winter sets in. 

West Virginia Central & Pittsburgh.—At the annual 
meeting, held in Baltimore recently, the building of an 
extension of the line from Cumberland to Hagerstown, 
Md., was given more attention than any other matter 
up for discussion. President Davis has issued a special 
report to the stockholders, covering various points, and 
among the ones discussed at length is the building of 
this line. Among other things the report says: ‘The 
line has been thoroughly surveyed, considerable right of 
way secured, and the project is in such shape that active 
operations for its fulfillment could be entered upon any 
time that the conditions are deemed favorable. A con- 
tract has been made with the Pennsylvania and Cum- 
berland Valley roads in which they agree to pro- 
rate on favorable terms with the Baltimore & 
Cumberland (the name under which the new 
road is incorporated) and to receive five per cent. of the 
gross revenue derived from theinterchange of traffic with 
that road, to be applied, if necessary, toward the pay- 
ment of the interest on bonds.” ‘It is known that 
additional surveys and locatious have been made within 
the past few weeks along the line, which was originally 
laid out for the Baltimore & Cumberland road. ports 
are to the effect that the coal and lumber business along 
the West Virginia Central & Pittsburgh are seriously 
nse ge by the inability of that company to properly 
handle the freight offered, with its present facilities, 
beyond its own terminus. 


West Virginia Southern.—The difficulties about 
right of way which this company has been contending 
with for several months have been amicably adjusted, 
and the building of the road will be completed within 
the next two months. The road isto run from a con- 
nection with the Chesapeake & Ohio, and the Kanawha 
River, at Brownstown, 10 miles from Charleston, W. 
Va., up Lens Creek, 20 miles, to the coal fields of the 


u 
Lens oo region. The road was organized several 





years ago as the Coal River Railroad, but nothing came 


of it on account of the depression of three years ago. It 
was reorganized about a year ago with Robert 
T. Herndon, of Charleston, W. Va., as President, 
and work on the line was begun at once. All the 
right of way was secured except a piece abouta mile 
and a half in length, through the Gould & Parker 
lands, about midway of the line, and suits were insti- 
tuted. Last week an amicable settlement was effected, 
and the right of way secured. In the meantime, the 
company had completed the grading throughout the 
length of the line, except the piece which was under 
controyersy, and from the Chesapeake & Ohio to that 
point the track had been completed, and material 
trains put on. A big force went to work on the right 
of way through the Gould & Parker lands last week, 
and the entire road will be immediately completed. The 
territory to opened is underlaid with Cedar Grove, 
Winifrede and Black Band coal seams, and is heavily 
timbered. Already four coal companies have been 
formed and have men at work building tipples for getting 
the coal to the railroad. : 








“Electric Railroad Construction. 





Akron, O.—The Akron, Bedford & Cleveland Rail- 
road is now completed from Akron to Cleveland, 35 miles, 
having traffic ——— with the Akron Street Rail- 
road to run over its line into the center of Akron, a dis- 
trnce of 4 miles, and with the Cleveland Electric Rail- 
road to the center of Cleveland, a distance of 5 miles. 
About 11}¢ miles is on private right of way owned in fee, 
16 miles on the highway with 11 miles perpetual fran- 
chise and 5 miles 25-year franchise. The road is built in 
a first-class manner, and has steel bridges, heavy rails, 
mostly T, and is well ballasted ; has at present an equip- 
ment of 14 cars of the large pattern, with two 50 H. pb. 
motors under each car. 

The old Akron & Cleveland Electric Railroad, which 
two years ago secured franchises from Akron to Cleve- 
land via Richfield, has been amalgamated with the Akron 
& Cuyahoga Falls Rapid Transit Co., and work on the 
line will be commenced at once. 


Albion, Ind.—The Commissioners of Nobie County 
and the council granted a franchise recently to 
the duntington, Columbia City & Ligonier electric 
road and gave the company the right of way on the 
public highways and streets. It is expected that work 
will commence on the project inthe spring and be com- 
pleted within a year. 


Baltimore, Md.—About 11 miles of track have been 
laid on the Baltimore end of the Columbia & Maryland 
Railway, the boulevard electric line between Baltimore 
and Washington. Bids were opened November 20 for 
furnishing complete power plants for two of the stations 
to be built by the company. One of these will be erected 
near Hyattsville and the other near the Patapsco River. 
Plans for the buildings are being prepared. The speci- 
fications for the power plants require that they shall be 
completed within four months. 


Boston, Mass.—A new electric street railroad is being 
projected to run from Newton Center to Boston. The 
proposed road will at first be built from Newton Center 
to Brookline. 


Cairo, N. Y.—The Catskill, Cairo & Windham Street 
Railroad Company has been incorporated to construct a 
street railroad about ten miles in length in Greene 
County, from the Long Dock at Catskill Landing on the 
Hudson River to the village of Cairo. ‘ 


Chicago.—An ordinance was recently passed allow- 
ing the Chicago City Railway Co. to build an electric 
road along Clark street to Washington, and also one 

anting additional franchises to what is known as the 

alumet Electric line. The latter covers nearly all the 
streets in the extreme south end of the city. 


Lancaster, Pa.—Farmers and citizens in the neigh- 
borhood of Cochranville have subscribed $14,000 and 
given rights of way for the proposed electric railroad 
from Philadelphia to Lancaster via Cockranville. A 
branch will be constructed to Oxford. 


Langhorne, Pa.—The Newtown, Langhorne & Bristol 
Street Railroad has awarded the contract for the construe- 
tion of an electric line 114 miles long, from Langhorne Sta- 
tion on the P. & R., through the boroughs of Langhorne 
Manor and Langhorne to the station on Trenton Cut-off. 
Work will be commenced at once, and when completed 
will be the first electric line in Bucks County. 


New Yo k City.—The Third Avenue Railroad Co. ac- 
uired, last «veek, the right to extend its lines through 
the northern part of New York City to the city’s limits 
at Yonkers. The franchise for this is known as the 
Kingsbridge route, and for some time past both the 
Metropolitan Traction Co. and the Third Avenue Co. have 
been trying to obtain it. The Board of Aldermen au- 
thorized the building of railroads on those streets on 
which the Third Avenue Company proposed to build, 
declining to’authorize the building of lines on_ those 
streets designated in a similar application of the Metro- 
politan Company. The franchises to build street rail- 
roads in New York are sold to the highest bidder at a 
public sale. A few days before the Kingsbridge franchise 
was to be sold the North End Co. was incorporated in 
the interest of the Metropolitan Co. That company bid 
against the Third Avenue Co. until a bid of 38% per 
cent. of the gross earnings was made by the latter com- 
pany. This is in addition to the statutory price of 3 per 
cent. of the gross earnings for the first five years, and 5 
er cent. afterward. The proposed routes are from 
ingsbridge road and West 162d street,along <ingsbridge 
road to and across the proposed new bridge over the 
Ship Canal, to and across the bridge over Spuyten Duy- 
vil Creek to Broadway to the city line. Also from West 
125th street, along St. Nicholas avenue to Manhattan av- 
enue, to West 116th street. Also from Kingsbridge road 
em, Riverdale avenue to the city line; and also from 
Manhattan street, along Eleventh avenue, or Bou- 
levard, to Kingsbridge road, at or near 169th_ street 
The present line of the Third Avenue Co. ex- 
tends from the Post Office along the Bowery 
and Third avenue to the Harlem River, with a line di- 
verging from this route west through 125th street to 





Amsterdam avenue, and along that avenue on the west 
side of the city to 190th street, about 11 miles in all. It 
will be seen that when the proposed routes are com- 
pleted there will be a direct line of strzet railroad from 
the City Hall through the annexed district to Yonkers, 
a distance of nearly 15 miles. 

The company proposes to use the cable system as far 
as 162d street, and above that point the overhead trol- 
ley, the use of which is allowed for 10 years. 

At the expiration of that time it is presumed that an 
underground system will be so perfected as to make its 
adoption desirable. No plans for the construction uf the 
road have as yet been made, as the consent of the op 





erty owners must be first obtained, ard it is probable 
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that work on the road will not be begun before next 
spring. 


Pottstown, P'a.—The survey has been completed for 
the proposed electric road from Pottstown to West 
Chester, a distance of 26 miles. 

Staten Island, N. Y.—Two lines of trolley roads, ag- 
gregating 25 miles, are in course of construction here, 
and as much more is planned to be built within two 
years. 

St, Louis, Mo.—It is said that the line of the Fourth 
Street and Arsenal Street Railroad is to be exte.ded and 
put in working operation by March 1 next. It will be 
an overhead trolley line all the way through. 


Washington, D. C.—The directors of the District of 
Columbia Suburban Electric Railway will apply to the in- 
coming Congress for a charter for the District of Columbia 
portion of the road. The route of the proposed road 
was established last year. It begins at Wrifteenth and 
H_ streets northeast, Washington, and follows the 
Washington and Baltimore pike road, running through 
Bladensburg and Hyattsville as far as the Baltimore & 
Ohio statian at the latter place, and thence to its ter- 
minus at Riverdale Park. 

Watkins, N. Y.—The directors of the Watkins & Ha- 
vana Company have decided to continue the proposed 
electric road from Havana to Horseheads, to connect with 
the Elmira & Horseheads Road. 








GENERAL RAILROAD NEWS. 


Baltimore & @hio.—The company reports earnings 























for the year ending June 30 as follows: 
1895. 1894. 1893. 
a ee $22,871,182 $2,502,662 $26.214,807 
Over. CLP... sees. 15,801,043 15,560,689 19,041,981 
MOG. 6 <«: acccevvssen $7,916.138 $6.941.973 $7,172,875 
Other income ....... 1,627,595 1,982 857 2,251.377 
Total incomes........... $8,643,723 $8.924,830 $9.424,202 
Fixed charges 6,934,052 6,727,582 6,910,762 
en ee $1.709,681 $2,197,248  $2,513.440 
Ns 5c oseetanewscs 300.600 9935 924,022 
DRPIUE, ic eawesinsedsvaw $1,409,681 $1,272,313 $1,588.518 
Car trusts and _better- 
MEG vncsscaseane se wiles 770.164 ~ 60,346 789,711 
eae re $639,517 $511,967 $828,8' 7 


Boston & Albany,—The company reports its earn- 
ings as follows for the quarter ending Sept. 30: 





1895. 1894. Inc. or dec, 

Groas CATD.........++- $2.49 .049 $2,330,354 . $159,695 
RSLS PED, ccsnes anos 1,520,909 1,467,392 x, 53,517 
Neteern ss .ses oes $959.140 $862,952 1. $196,178 
Fixed charges ....... 142,339 372.618 D. 30,279 
NE, os 'vens:cswnse $826,801 $630,344 I. $136,457 


Central Washington.—It appears that this road is to 
be operated as an independent line, indicating that the 
report a few weeks ago, that a new lease had been made 
with the Northern Pacific, was premature. As recently 
stated, the company operates 110 miles of road in the 
Big Bend wheat growing district in Eastern Washing- 
ton. Since its opening the line has been operated by the 
Northern Pacific, the construction of the road being 
undertaken to give that company new connections in 
the wheat district of the Upper Columbia. Some 
months ago certain of the security holders brought pro- 
ceedings in the United States Circuit Court on the 
ground that the terms of the lease were onerous to the 
Central Washington. Judge Hanford upheld their con- 
tention and authorized Receiver Chamberlain to cancel 
the lease and to operate the road independently or to 
make a new lease with more favorable terms, as he 
deemed best. Receiver Chamberlain thinks that the 
outlook for the success of the road under indepen- 
dent operation is very hopeful. The acreage of wheat in 
the district reached by the line is double the aere- 
age planted last year. He thinks that the freight to 
be hauled this fell will tax to the utmost any facilities 
the road can previde. So far only about 30 per cent. of 
the ercp grown this year has been shipped, so that the 
Receiver, in assuming the direct operation of the road 
at this time, takes over the property when the traffic is 
heaviest. 

Cleveland, Cincinnati, Chicago & St. Louis.—The 
freight terminals now being built by the railroad in 
Louisville are nearly completed, and it is expected that 
they will be far enough advanced by Dec. 15 to make 
possible the opening of the Louisville line for freight 
service by that date. The company gets a Louisville 
line by using the Baltimore & Ohio Southwestern tracks 
from North Vernon, Ind., a town about 57 miles north 
of Louisville. It will be remembered that the contract 
for the use of this track was made by the company 
early inthe year after surveys had been made by the 
company’s engineer for a new route to the Ohio River 
from North Vernon. 


Denison & Northern.—Moran Scott was last week 
appointed Receiver by Judge Kilgore in the United 
States Court at Ardmore, I. T. This road is a partially 
built live north of Denison, Tex., into Indian Territory, 
and has been under construction for several years. 


Krie.—This company has been incorporated in New 
York, as the successor of the New York, Lake Erie & 


Western. The capital of the new company is 
$30,000,000 of four per cent. first preferred stock, 
$16,000,000 of four per cent. second preferred stock ; 
$100,000,000 common stock, and the company is 


authorized to create a mortgage to secure $35,000,000 
prior lien bonds and $140,000,000 general lien bonds, 
all in accordance with the plan of reorganization. 
All classes of stock of the reorganized company are to be 
vested in voting trustees, subject to the terms and con- 
ditions set forth in the plan of reorganization. The new 
company will own and operate not only the Erie lines, 
but also the line of the New York, Pennsylvania & Ohio 
and Chicago & Erie, constituting a through line from 
New York to Chicago, with branches to the coal regions 
in Pennsylvania, the Mahoning Valley and elsewhere, 
in all about 2,000 miles of railroad. Various details in 
connection with the acquisition of the New York, Penn- 
sylvania & Ohio and Chicago & Erie have yet to be car 
ried out, but they are of a formal character, and from 
Dec. 1 the new company will operate all the property. 

The incorporation tax of the new company was 
$182,500. 

Great Nortvern,—Judge Kelly, of the Minnesota 
District Court, at St. Paul, announced his decision, Nov. 
16, granting the injunction restraining the proposed 
agreement for a guarantee of the Northern Pacific secur- 
ities by the Great Northern. This suit was brought 
some months ago by the State Attorney General. A 


former suit by a stockholder of the company, was de- 


of the proposed 


cided in favor of the constitutionalit 
tates 


agreement, by Judge Sanborn, of the Unite 
Court. 


Green Bay, Winona & St.Paul.—Theattorney of the 
Farmers’ Loan & Trust Company, of New York, applied 
for a decree of sale in the United States Court at Mil- 
waukee this week. Henry Crawford, of Chicago, repre- 
sented the first mortgage bondholders, and moved for the 
removal of the trustees, the Farmers’ Loan & Trust 
Company, of New York, and to change the receivership 
No decision was given. 


Meriden, Waterbury & Connecticut River.—A new 
Board of Directors was elected last week, the majority 
members being directors or officers of the New York, 
New Haven & Hartford. The road was a leased line of 
the New England, and some interest was attached to the 
question as to what disposition the New Haven Company 
would make of it. The line operates about 30 miles from 
Waterbury through Meriden to the Connecticut River," 
near the town of Cromwell. The line was built about 
six years ago by a local —— , most of the stock being 
held by manufacturers in Meriden or along the line of 
the road. The company soon became bankrupt, and was 
finally leased by the New England after most of the in- 
debtedness of the old corporation had been canceled. 


New York, New Haven & Hartford.—The earnings 
of the company for the three months ending Sept. 30, are 
reported as follows: 








1895. 1894, Increase. 

Gross earn..........0- $8 322,256 $7,237,015 $1,085,241 
DPOPOBED 0.050 <0c20enes 5,023,953 4 4&5,716 538,237 
OG APR 55 50. icsine seek $3,298 303 $2,751, 99 $547,004 
Otber income...... 63,545 22.662 40,883 
Total income.... .... $3,861,848 $2,773,961 $287,887 
Fixed charges.......... 1,573,334 1,378,453 194,881 
eee $1,788,514 $1,395,508 $393 006 


Cash on hand, $1,291,262, and profit and loss surplus, 
$4,511,529. 


Norfolk & Western.—Judge Taft. of the United 
States Court at Cincinnati, has appointed Henry Fink 
Receiver of the road, on petition of the Mercantile Trust 
Co. of New York, holding $16,0°0,000 of mortgage bonds. 
Mr. Fink had already been appointed Receiver for the 
Fidelity Trust Co. of Philadelphia, trustee of other 
mortgage bonds. 


Northern Pacific.—The earnings for the three months 
to Sept. 30, were as follows: 











1895. 1894. Inc. 
GROSS CAIN .. .esscesee + seeeees $5.586.924 —$4,743.002 $843,921 
SRNGES CED coco cc wncw naaeese .. 3,051,949 2,896,464 155,185 
RE PRIM os). dnivcosenetoes 6 seNe $2 534,974 1,846,558 $688 436 
Gross income..... Lerarieeenaenee 2,634 442 1,971.238 663,203 
Rentals, taxes, etc......... Psiemes 510,090 485,603 24.486 
GD FRORNBO soi ocs cccec: vene sewn $2,124,351 $1,485,635 $638,716 


North Pennsylvania. — Arrangements have been 
made for refunding the seven per cent. mortgage loan 
due in May, 1896. The loan is $1,500,000, and the new 
rate of interest will be four per cent., affecting an annual 
saving of $45,000 in interest payments. 


Southwestern of Georgia.—This road has been leased 
to the Central of Georgia in perpetuity at 5 per cent. on 
the stock, from Nov.1. Provision is made for the ex- 
pense of maintaining a corporate organization, so that 
the 5 per cent. will be net to the stockholders. The 
lessee also pays the defaulted rental, so that the com- 
pany will receive 5 per cent. from July 1, 1892, to No- 
vember, 1895. amounting to $865,183. The money is ex- 
pected to be received during the present year, upon 
which a dividend of 10 per cent. will be paid to the stock- 
holders. About $270,000 will be required to cover the ex- 
penses, fees and compensation accompanying the nego- 
tiations which have brought about the lease. The 
remaining sum, about $75,000, will be held against future 
contingencies. The Southwestern Company is relieved 
from all liability in connection with the tripartite bonds 
and from its endorsements upon the bonds of the Mont- 
gomery & Eufaula Co., thus leaving it entirely free 
from debt. 


St. Lawrence & Adirondack.—Articles of consolida- 
tion of the Malone & St. Lawrence with this company 
were filed in Albany, N. Y..on Nov. 18. The directors 
are William Seward Webb, Chauncey M. Depew, Edgar 
Van Etten, John Jacob Astor, Frank G. Smith, Charles 
H. Burnett and Henry L. Sprague, of New York; Martin 
E. M. Clary, of Malone, and Edward C. Smith, of St. Al- 
bans, Vt. The Malone & St. Lawrence was the division 
between Malone, New York and the Canadian line. 


St. Louis, Belleville & Southern.—This road was 
sold at foreclosure recently for $500,000 to the represent- 








TRAFFIC. 





Traffic Notes. 


The Delaware, Lackawanna & Western has made an 
arrangement for the checking of baggage to and from 
ae in the large cities on its line, at the usual 
rate. 

_ The steamer El Norte, of the Morgan Line, weer 
ing si between New York and New Orleans, made 
the oip ast week from Sandy Hook to South Pass in 4 


days 4 hours 56 minutes. 


The Seaboard Air Line has been running excursions to 
the Atlanta Exposition at very low rates, the round trip 
fare from Norfolk being $5. imilar rates were made 
from other places north of Abbeville, S.C. From many 
places these tickets cost less than five mills a mile, and 
trainloads of 1,000 passengers were taken. The tickets 
are limited to ten days. 

The New York State canals will be closed on Decem- 
ber 5, unless sooner closed by ice Last week many boats 
were delayed at Buffalo by low water and grain ship- 
pers were put to much inconvenience, the elevators bein 
crowded and many boats arriving on the lake. It is sai 
that the use of water from the canal by the factories at 
Lockport was the cause of the trouble in the canal. 

The Milk Producers’ Association, compcsed of shippers 
west of the Hudson River, and others sending to New 
York City, have complained of the railroad rates, and 
the Interstate Commerce Commission held hearings in 
New York City this week. Thé*complaint is aimed 
chiefly at the group rates, by which shippers near New 
York have to pay as high as those at more distant 
points. 


Chicago Traffic Matters. 


CHICAGO, Nov. 20, 1895. 


The general passenger agents have not yet meager an 
agreement to cover trans-Missouri traffic. Some of the 
lines desire to include all trans-continental business, 
while the Union Pacific objects to including business be- 
yond Colorado until all the trans-continental lines are 
willing to join the Association. The interested lines 
have decided to go ahead with the new Association (cov- 
ering business east of the Missouri River), and a meeting 
was held yesterday at which Mr. B. D. Caldwell was 
elected Chairman. The Illinois Central has joined the 
ae Association, and the agreement becomes effective 

ec, 1. 

A satisfactory arrangement has been made with the 
Canadian Pacific and Grand Trunk regarding the divi- 
sion of immigrant business, and these lines will work in 
harmony with the Western lines in the control of this 
business through the Clearing House. There is a dis- 
agreement between the Southern Pacific and the other 
lines over this business. The other lines accuse the 
Southern Pacific of influencing business from New York 
via New Orleans through collusion with some of the 
seenantp immigrant agents. Thisthe Southern Pacific 

enies. 

The Chicago roads have decided to meet any freight 
rates that may be made by the Southern Pacific between 
San Francisco and Utah common points, and to protect 
Utah Territory against any encroachment from the 
West. Utah has hitherto been considered to belong to 
the Eastern lines, and not until recently has the Southern 
Pacific made any attempt to control it. The recent 
decision of that road to make rates to and from that 
territory competitive with those made from the Kast, is 
likely to cause considerable trouble before an agreement 
is reached if the Southern Pacific persists in its course. 

The roads interested in Colorado freight traffic have 
formed the “Colorado Railroad Association,’’ and have 
agreed upon an advance in rates to this territory, with 
arrangements for controlling the business through a 
chairman at Denver. Mr. P. J. Flynn has been elected 
chairman. 

The action of the Santa Fein putting on a new fast 
train to California has resulted in all the lines via 
Omaha and Ogden shortening their schedules. The 
Northwestern train leaves Chicago at 6 o’clock p. m., 
and reaches San Francisco at 8:45 p. m. the third day. 
The Burlington, the Milwaukee & St. Paul and the Rock 
Island have shortened their schedules between Chicago 
and Omaha, so as to make connections with the ‘‘ over- 
land ” on the new schedule. 

The Rock Island has been making additions to its 
Chicago suburban service, which materially improve it. 

After Dec. 1 the Western roads will make a charge for 
carrying bicycles in baggage cars. The weight of 
bicycles, tricycles and baby carriages is to be estimated 
at 50 Ibs. and charges are to be based on the excess bag- 
gage scale, with a minimum of 25 cents. 

The shipments of eastbound freight, not includin 
live stock, from Chicago, by all the lines for the wee 



































atives of the mining companies owning the coal mines in| ending Nov. 16, amounted to 76,444 tons, against 80,008 
the Belleville district of Illinois, which are reached by| tons during the preceding week, a decrease of 3,564 
the road. There seems to be no foundation to the news-| tons. The proportions carried by each road were: 
paper talk that the line had been purchased by the 2 
Illinois Central and would be used by that company to 
give it a new entrance to East St. Louis instead of using WEEK Sareea 
the tracks of the Cairo Short Line as at present. The To Nov. 16 To Nov. 9. 
new road extends from East St. Louis to Belleville, Road ane o Me 
about 10 miles, and was built a year or so ago, but has ee 
never been put in complete operation. The road extends Tons. | p.c. | Tons. | p.c. 
through va.uable coal mines and, as stated above, the 
controlling interests in the two properties are nearly 
identical. Various improvements will now be made and Michigan Central........... 11,457 15.0 9,970 12.4 
the line operated its entire length, with W. J. Karner, of | Wabash..........-.0ss2. eee 7 8.9 7,001 2.8 
St. Louis, as General Manager. Lake Shore & Mich. South.| 12,775 16.8 12,064 15:1 
Pits., Ft. Wayne & Chicago] 8,281 10.9 9,730 12.2 
Pikte..Cin. Bt. © St. Louis. a4 vr ny 
. . Doveee seoce ’ ’ . 
Electric Railroad News. | funeane Grand Trunk..;-| 8149 | 10.7 | 7783 | 9.7 
Brooklyn, N, Y.—The property of the Long Island i 6,967 9.0 | 10373 | 13.0 
Traction Company - ag mene i - = at a = C., C., C. & St. Louis.......| 3,198 4.1 464 4.3 
Jec. 5. It is thought, however, that the sale may be 
onde . ; . ORE iit: 76,444 | 100.0 | 80,c08 | 100.0 
Chicago.—Marcus C. Gormley has filed a bill in the —= 


Circuit Court for a receiver for the assets and fran- 
chises of the General Electric Street Railway Co. and also 
to cancel a quantity of stock which he says has been | 
issued to various persons. 

Goshen, Ind.—The Indiana Electric Railroad Co., 
operating a street railroad in this city and Elkhart, has 
executed a mortgage for $500,0U0 in favor of the Ruyal 
Trust Co. of Chicago. The money will be used in the 
construction of an inter-urban line between the two 
cities. 

New Britain, Conn.—It is reported that negotiations 
are in progress for the acquisition by the New Haven 
Railroad Company of the —. of the Central Rail- 
way and Electric Company of New Britain. The com- 
pany owns an electric light plant at New Britain and 
about 15 miles of track, of which akout two-thirds par- 
allels either the New Haven or the New England road, 
and it is seeking the right to push through a new line 





paralleling both lines to Hartford, eight miles away, 


Of the above shipments 3,122 tons were flour, 39,379 tons 

ain and mill stuff, 13,869 tons cured meats, 9,216 tons 
+ wc beef, 1,211 tons butter, 1,829 tons hides, and 4,613 
tons lumber. The three Vanderbilt lines carried 398, 
per cent.; the two Pennsylvania lines 21.3 per cent. 


The Stock Yards Switching Charge Case. 


The Illinois Railroad Commissioners have announced 
their intention of proceeding against the Chicago & 
Alton for failure to observe the order of the Board 
directing the road to stop charging $2 a car for deliver- 
ing live stock to the Union Stock Yards, Chicago. It is 
given out by the Chairman of the Board that the action 
will be an action in debt. The penalty for making extor- 
tionate railroad charges is very heavy. It is probable 
that no other suits will be commenced at present, but 
that suit against the Alton will be considered a test suit 








and will be carried to the Supreme Courts, 











